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PREFACE 



The following pages are intended to give the reader 
such knowledge of the methods and facts of gas power, 
as may enable him to appreciate the present commercial 
status of this branch of engineering and, if desired, to con- 
tinue the study of the subject by means of more advanced 
works. 

The treatment has been made as simple and non- 
mathematical as possible, for the purpose of adapting it 
to the needs of students in the higher classes of manual 
training schools and other institutions devoted to industrial 
education. The book should also prove useful to those 
who wish to obtain a working knowledge in this field, but 
who have not had the advantages of a broad technical 
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GAS POWER 



CHAPTER I 
THE HEAT ENGINE PROBLEM 

1. Need of Mechanical Power. The continued advance 
of civiUzation is practically dependent upon the increasing 
use of mechanical power. In the early stages of development 
needs were simple and could be supplied with no greater 
expenditure than that of human strength. As knowledge 
increased, however, greater power demands arose. These 
were first met by the use of animals and later by the har- 
nessing of wind and water. 

Moving air, or wind, is uncertain in occurrence and can 
be used to develop only small amounts of power, so that 
it has never been exploited very extensively except in the 
familiar " wind mill '' pump and the picturesque Dutch 
flour mill. 

Water, on the other hand, can be made to furnish 
almost unlimited quantities of power, and as engineering 
knowledge increases there is a constantly growing tendency 
to supply more and more of the power demand by means 
of hydraulic equipment. Unfortunately water-power sites 
are generally not conveniently located in the neighborhood 
of industrial centers, the latter having been chosen with 
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regard to the ready acquisition of raw materials and the 
easy distribution of the product. 

Such location has been justified by the fact that mechan- 
ical power can also be obtained, though in a very indirect 
way, from fuels, such as coal, and oil. The following 
paragraphs will serve to briefly explain this process. 

2. Conversion of Heat Energy into Mechanical Energy. 
Heat has been experimentally proved to be a form of energy 
by the simple expedients of converting other forms of energy 
into heat and converting heat into other forms of energy. 
The conversion of mechanical energy into heat is a very 
common phenomenon, familiar to all in the case of heat 
evolved by friction at the exi)ense of mechanical energy. 
One of the most familiar examples of this conversion is 
the arresting of the motion of a car by means of a brake 
and the heating of the brake as a result of the energy 
converted. 

When such conversions occur, there is exactly the same 
quantity of energy after as before the change; if all the mechan- 
ical energy is converted into heat the quantity of heat 
energy resulting will exactly equal the quantity of mechanical 
energy disappearing. Unfortunately the units which we 
use for the measurement of energy in these two forms are 
very differait and not intrinsically related in any way; 
the equality just mentioned is therefore difficult to realize. 

The unit of heat energy in English-speaking countries 
is known as the British thermal unit (B.t.u.), and may 
be defined as the quantity of heat necessary to raise the 
temperature of one pound of pure water one degree 
Fahrenheit. This measurement is usually made at 39.1° F. 
(at which temperature water has maximum density), or at 
62° F. 

Work may be termed the overcoming of a resistance 
through a certain distance, and is measured by the product 
of the resistance into the space through which it is over- 
come. The unit of work in the English measures is called 
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the foot-poundy or the amount of work done in overcoming 
a pressure or weight equal to one pound, through a distance 
of one foot. 

Joule, an English scientist, determined by experiment 
the relation existing between a unit of heat and a unit of 
work. He converted a measured quantity of mechanical 
energy into heat energy and determined the amount of the 
latter. Joule showed that one thermal unit equaled 778 
nciechanical units — that is, 

lB.t.u. = 778ft.-lb (1) 

The number 778 is called Joule's equivalent.'" 

3. Fuel a Source of Heat. It may be said that there is 
available an inexhaustible supply of heat; such is at least 
the case so far as man is concerned. The source of this 
supply is the sun, to which, in one way or another, all the 
heat now used by man is probably due. It has proved 
to be a rather diflBcult problem to directly convert- into 
mechanical energy the heat coming from the sun, so that 
it has been more convenient to utilize the heat which has 
been stored in what are called fuels. In the large majority 
of cases this storing of the sun's heat has probably occurred 
through the phenomena of animal and vegetable growth, 
chemical processes directly dependent upon light and heat 
from the sim. 

By the term fuel is meant any material which wlien 
burned will liberate heat in fairly large quantities and 
which can be produced cheaply enough to make it available 
as a source of heat for commercial purposes. Familiar 
examples are the various varieties of coal, the woods and 
similar vegetable growths, the natural oils and their prod- 

* There is still some uncertainty as to the correct numerical value 
of this equivalent. The value here given is the one most commonly 
used, but recent determinations indicate that 780 would be more nearly 
correct. 
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ucts, natural gas, etc. These ^411 be considered in detail 
in the next chapter. 

Fuels can generally be transported to industrial centers 
})y the same means as are used to bring in other raw mate- 
rials and to carry away the finished products. They, 
therefore, form a very convenient source of power for such 
communities. 

4. Heat Engines and Heat Power Plants. It is very 
easy to convert mechanical energy into heat energy. 
Potential mechanical energy, or energy of a body due to 
its position, as for example the energy of a compressed 
spring or of a weight situated so that it may fall, is easily 
converted into kinetic mechanical energy, or energy of 
a body due to its motion, and the latter, involving motion, 
also involves friction. Friction will eventually bring the 
moving bodies, whatever they be, to rest and the kinetic 
mechanical energy will then have been entirely converted 
into heat energy. 

The reverse of this process is not in general as easily 
accomplished — in fact rather elaborate devices are required 
when it is desired to continuously convert heat into me- 
chanical energy. Such devices are known as heat power 
plants, several types of which will be discussed in a later 
chapter. 

The operation of such a power plant can be illustrated 
diagrammatically as in Fig. 1. In this figure A represents 
a source of heat; that is, anjrthing in which heat is made 
available at a comparatively high temperature Ti. 
The ordinary boiler furnace is a good example. B repre- 
sents the device in which heat is converted into mechanical 
energy — in engineering language it is an engine or a heat 
engine. The body C is anything which can be maintained 
at a comparatively low temperature, T2, and which can 
receive heat from the engine. The combination of A, B, 
and C constitutes a heat power plant and operates roughly 
in the following manner. 
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Heat flows from A to the engine B in quantities repre- 
sented by the width of stream a. All this heat enters the 
engine B and part of it is there converted into mechanical 
energy, leaving the engine as represented by stream 6. 
The part of the heat stream a which is not converted into 
mechanical energy remains in the form of heat energy 
and passes from the engine to the body C as shown by 
stream c. 

In all heat power plants the following two conditions 
exist: 

1. The heat leaving the engine in stream c is at a lower 
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Fig. 1. 



temperature than that entering the engine in stream a 
and 

2. The sum of the quantities of mechanical and heat 
energy leaving the engine, i.e., the sum of the streams c 
and 6, must equal the heat energy entering the engine as 
represented by stream a. 

It is obvious that the best plant will be the one which 
converts the maximum amount of heat stream a into 
mechanical energy as represented by stream 6. A measure 
of the performance of a plant is therefore obtained by 
dividing the quantity of mechanical energy (6) leaving by 
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the quantity of heat energy (a) entering. This quotient 
is called the thennal efficiency of the plant — ^that is 

. Mechanical Energy made available 

Heat Supplied 

The nearer this fraction approaches unity the more nearly 
does the plant convert into mechanical energy all of the 
heat supplied and, therefore, the better it is as a power 
plant. It can be shown that a theoretically perfect power 
plant can under no circumstances have an efficiency as high 
as unity — because it must always reject heat as heat. Real 
plants do not, of course, give as good results as theoretical 
considerations indicate to be possible, and real power plant 

efficiencies range from 7—- to about — -, that is, from 

^ 100 100 

1 to 35 per cent. The best real plants thus convert into 

mechanical energy about 35 per cent of the heat supplied 

and reject at low temperatrure the other 65 per cent. 

The practical bearing of these considerations on the 

gas power field will appear in later chapters. 



CHAPTER II. 
FUELS. 

In Chapter I, the general term fuel was explained, 
and various familiar examples cited. It was shown that 
for man's pm'poses, it is more convenient to utilize the 
heat stored in fuels than to make a direct conversion 
of the sun's rays. The so-called fuels fall into logical 
groups, which will be described briefly here, while those 
bearing more directly on gas power work will be considered 
in more detail in later chapters. 

Solid Fuels. 

5. Wood and Vegetable Fibres. The processes of vege- 
table growth closely resemble processes which occur in a mod- 
ern chemical laboratory. Water, drawn from the earth by 
the plant, and carbon, in the form of CO2, drawn from the 
atmosphere, combine under the action of the sun's rays to 
form chemical combinations of which cellulose is the most 
familiar example. The chemical composition of pure 
cellulose is, C = 44.44 per cent; H = 6.17 per cent; = 49.39 
per cent. 

Cellulose and other similar compounds, in combina- 
tion with plant juices and small quantities of mineral salts 
and other substances, form vegetable materials such as 
wood, leaves, grasses, ferns, mosses, etc., which can be used 
as fuel after proper treatment. Wood, which is one of the 
most familiar examples, often contains as much as 40 per 

7 
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cent of water when felled, and must be dried for satisfactory 
use. 

When wood is heated under conditions which partly 
or entirely prevent oxidation, destructive distillation occurs, 
which, if continued to a sufficient extent, converts the wood 
into what is known as charcoal, a material containing 
practically only carbon and the mineral salts originally 
present in the wood itself. 

6. Coal. It has been clearly proven tliat coal is formed 
from vegetable materials, such as those just described, 
which accumulated in thick layers on the earth's surface 
ages ago, and were later buried under deposits of silt and 
other earthy matter. 

The process of formation of coal is complex, but in brief 
we may say that coal is the result of the distillation of the 
original vegetable matter under the action of the natural 
heat of the earth and the heat generated in decomposition. 
Its ultimate composition is dependent upon the amount of 
hydrogen and other gases which liave been able to escape 
from the decomposing mass. 

Thousands of years ago a piece of coal was a mass of 
damp vegetable fibre, a portion of a peat-bog. During 
successive geologic ages the peat-bog was submerged and 
overlaid with mud which hardened into slate. This was 
covered with glacial and alluvial drift, and may have been 
tilted and upheaved by volcanic action or subsidence of 
the earth's crust. It was subjected to great pressures and 
high temperatures, and underwent a more or less complete 
destructive distillation under pressure. The 'products of 
the distillation vary in different localities, and with dif- 
ferent histories, so that we now find materials varying all 
the way from the original peat, through the lignites, bitumi- 
nous and anthracite coals, to graphitic coal. The last named, 
found in Rhode Island, has had nearly all the volatile hydro- 
carbon gases and oxygen driven off from it, leaving prac- 
tically only fixed carbon and ash. This carbon is in a form 
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which is so baxd to bum that it finds no extensive use as a 
comniercial fuel. 

Coals are classified in many ways, the most common 
being according to the relative percentages of carbon and 
volatile matter contained in the combustible portion. 
The following outline will serve to indicate both the line 
of development and the general classification of coals: 

1. Wood. Fresh vegetable material, cellulose, starch, 
water. 

2. Peat. Vegetable matter, consisting generally of 
mosses more or less decomposed under water. Generally 
dried by weathering or pressure or both before use. 

3. Brown Lignite. Carbon, complex paraffin hydro- 
carbons and carbohydrates, water. 

4. Bla^k Lignite. jLike the brown lignite but with 
more elementary carbon. 

5. Sub-Bituminous. Intermediate in grade between 
the black lignite and bituminous proper. 

6. Bituminous. Carbon, complex hydrocarbons, with 
carbohydrates and no hygroscopic water. 

7. Semi-Bituminous. Between bituminous and semi- 
anthracite. 

8. Semi-Anthracite. More elementary carbon than 
(7) and no carbohydrates; less of hydrocarbons and these 
simpler. 

9. Anthracite. Elementary carbon and simple hydro- 
carbons. 

10. Graphitic Anthracite. Very few hydrocarbons 
left, and some of the elementary carbon transformed into 
graphite. 

IL Graphite. Final result. 

A study of the map of the U. S. will show the remark- 
able way in which the coal deposits of this country follow 
in general the table of gradations outlined above, viz., 
the deposit in Rhode Island and Massachusetts of hard 
graphitic coal, high in carbon content and low in ash, mois- 
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ture and volatile matter; followed in Elastem Pennsylvania 
by the great anthracite beds which grade off as we pass on 
to the Susquehanna River to the semi-anthracite fields. 
These in turn are succeeded by the large bituminous deposits 
of Western Pennsylvania, Eastern Kentucky and Ohio, 
extending down into Tennessee and Alabama; while the 
fields of Indiana, Illinois and Western Kentucky belong 
to this same classification. 

Passing the Mississippi, we find a constantly decreasing 
quality of coal from the standpoint of carbon content, 
which finally grades into the lignites and peats of the Pacific 
C'oiiHt regions. While this broad statement is true in gen- 
eral, it must not be taken too literally, as there are numerous 
small fields of various qualities, erratically distributed over 
the country; but the best of the higher grade coals of the 
West do not compare favorably with those of the Appalachian 
Mountain system. In Alaska, bituminous and anthracite 
deposits of good quality are being opened. 

7. Solid Wastes. Other possible solid fuels are manu- 
facturing and city waste, sawdust, straw, shavings, bagasse 
and tan-bark, etc., which materials can be burned under 
boilers in vicinities where such use results in actual financial 
returns. 

The modem methods used in producing gas from these 
solid fuels, to be used for power purposes in an engine 
cylinder, will be fully discussed in a later chapter. 

Liquid Fuels. 

8. Petroleum Products. The most important liquid 
fuels to-day in gas-engine work are the petroleum products 
which are obtained from ^^ oil '' wells situated in various 
parts of the world, as Russia, Pennsylvania, Ohio, West 
Virginia, California, and Texas. 

Crude Petroleum, as it comes out of the earth, is a mechan- 
ical mixture of many different hydrocarbons, with some 
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sulphur and other impurities. Hence it is to be expected 
that crude oils from various fields will show compositions 
which differ considerably. 

By the process called refining, which is accomplished 
by fractional distillation, a series of distillates is obtaine<l 
running from the very light vapors and oils down through 
the heavier liquids, to the final thick, tarry residues. Ekch 
succeeding product, therefore, contains a number of hydro- 
carbons with contiguous boiling-points. Of these oils, 
the various gasolines, kerosenes, and the so-called " dis- 
tillates," besides crude oil itself, are widely used for gas- 
engine fuels. 

The first results of crude oil distillation' are ver>' light 
products, which are easily vaporized, and very dangerous 
because an explosive mixture is quickly made when they 
are exposed to air. They have, therefore, not Ixtim a*^-*! 
to any extent for internal combustion engines. 

Following the distillation of the above mention^ ligJit 
products, we obtain a series of gasolines of var>'inK graviti#r« 
and flash points. The first of these Is alxjut W M. i^aMiiiw,* 
which is now seldom used for power purfx^^i* J^r^^auu^r of th<? 
small quantity available. This hi foilowi^rl by fc^/lin^; of 
higher specific gravity (lower B^- nntu\pif) ^fj/| l//ir#fr fla»^h 
point. Most of the ga.solines used in ^Tupw^ nX X\uz pr^ux 
time are in the neighborhood of 60 to ^>5 IVr. 

The next heavier distillate following lU it^x^/Ahur^ ',- 
kerosene, which is not used for gas engines in iin^, /'//.;r,try 
as extensively as is gasoline. It wi^^ ^^* ^' r^h'r/ ionu hu 
explosive mixture with air at ordinar>' t^^nj/^^* ,, .., .^.^. 
therefore requires more elaborate apparatus, irr^^, ;>,,^ .^^^ 
a fuel in mtemal combustion engines. 

There is another group of refinery j^.^- ,... , ., ^ 
distillates. These are not as well refill, ^ ''''^^-^. 

•This B read 86» Baum6 ^^^^I'TWiU -l«k m -i.. :.„., ^'^''^-^ 
which 18 caUed a Baum^ Urometer ^^ ^ )^,.*'J.. '' * -^,. 

marked 86 on an arbitrary scale att»c»«^ *•' --t 
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but resemble it in their general properties. They are 
handled in the same way for gas-engine work. 

Table No. 1 gives average values of the analyses of 
American fuel oils, as det(»rmined in a recent investiga- 
tion by the authors. 



Table I 

AVERACfE VALUES OF ANALYSES OF AMERICAN FUEL 

OILS 



Baiim^ gravity 

Specific gravity 

Per cent carbon 

Per cent hydrogen 

Calorific value per lb. (calcu- \ *High 

lated) J Low 

Calorific value per lb. (actual ) High 

by test) J Low 

Theoretical air, cubic ft. per pound . 
Calorific value per cubic foot \ High 

of mixture, theoretical air . . / Low 

Oxygen -f- nitrogen 

Per cent nitrogen 

Per cent oxygen 

Per cent sulphur 

1 1 1 
Calorific value per cubic foot 

mixture (low), calculated 
with given excess coeffi- 
cient 



1.2 
1.3 
1.4 
1.5 



Boiling-point 
Flash i)oint . . 



Gasoline. 

f 

I 


Kero- 
sene. 


Crude 
Oil. 


70.2** 


470 


18.3° 


0,704 


0.863 


0.877 


82.54 


84.00 


84.24 


14.91 


14.14 


13.44 


21,271 
19,818 
19,740 
18,500 
193.5 


20,892 
19,600 
20,849 
18,755 
189 


20,162 
19,160 
19,560 
18,636 
187 


109.2 


110.3 


111.7 


102 


103.6 


102.3 


4.3 


2.3 


3.1 


1.93 


1.838 


0.2 


0.31 


2.0 


1.93 


0.09 


0.23 


0.823 


93.0 


94.3 


93.2 


85.2 


86.3 


85.3 


78.8 


79.7 


78.8 


73.2 


74.0 


73.1 


68.2 


69.0 


68.2 


167° 


437° 




55° 


130° 





Fuel 
Oil. 



0.939 
83.04 
11.58 
19,183 
18,183 
19,121 



178 
110.2 
102 

0.60 
2.82 
0.90 
92.7 
85.0 
78.5 
73.0 
68.2 



* When the heat of the vaporization of the water vapor present in the products 
of combustion is not included in the calorific or heating value per pound or per 
cubic foot of these gases, the result is known as " The Lower Heating Value." 
" The Higher Heating Value " includes this extra heat. 

9. Alcohol. Ethyl alcohol is not used to any extent 
in this country as a gas-engine fuel, but is the most likely 
successor of the petroleum products as these become scarcer. 
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Results of tests show that a higher thermal efficiency can 
be obtained from alcohol, due to the higher compression 
pressures that can be used. It is also much safer than 
gasoline as regards, fire risks. Ethyl alcohol or grain 
alcohol is made from the fermentation of grape sugar, 
grain, potatoes, and such substances. It should not be 
confused with methyl or wood alcohol, which results from 
the distillation of wood. 

The heating value (heat liberated per pound of alcohol 
burned) of ^thyl alcohol cannot be accurately computed 
from its chemical composition, and it is therefore deter- 
mined by means of the calorimeter. The value of 11,664 
B.t.u. per poimd is most frequently used. Absolute or 100 
per cent ethyl alcohol has a specific gravity of 0.7946 at 
15° C. or 59° F., so that one gallon of pure alcohol weighs 
6.625 lbs. One pound of absolute ethyl alcohol requires 9 
lbs. of air for its combustion; or 111.5 cu.ft. at 62° F. 
Absolute ethyl alcohol is never sold for fuel purposes, 
but is always diluted with water and certain ^^ denatur- 
ing '* substances. This material is sold as " denatured " 
alcohol, and generally contains about 10 per cent of water 
and small quantities of methyl alcohol and hydrocarbons 
with an impleasant odor. 

Gaseous Fuels. 

10. Natural Gas. This gas, which issues from the 
interior of the earth in many parts of the world, especially 
in the vicinity of oil-fields, is very well adapted for use in 
gas engines. It is extensively used for this purpose m the 
natural gas regions around Pittsburgh, Buffalo, Indianapolis, 
and in the State of Ohio. Its chief constituent is marsh gas 
(CH4), with small amounts of hydrogen, carbon monoxide, 
and unsaturated hydrocarbons. . . 

Natural gas is also found in West Virginia, Kentucky, 
Tennessee, Colorado and California. L^^^ ^^"^ V^^voWuuv 
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products, its composition varies constantly, even m the 
^ame well, and due to the large amounts that have been 
and are still being wasted, the supply is rapidly diroinishing. 
The average values of analyses of American natural 
gases, as given in Table II, show the wide variation in the 
composition of this fuel. 

11. Artificial Gases. In addition to natural gas, the 
following artificial gases are used for gas engine fuels: 

(a) Producer gas; (6) Blast-furnace gas; (c) Illuminat- 
ing gases; (d) Coke-oven gas; (e) Oil gas. These may 
be roughly di\T[ded into two classes according to the proc- 
ess of manufacture as, (1) Producer gases, or those made 
by combustion processes and (2) Retort gases, or those 
made by processes involving destructive distillation. The 
more important of these gases are described in the following 
sections. 

12. Producer Gas. This is the name given to that 
group of gases which are generated by the passage of oxygen 
(present either in air. or in a mixture of steam and air) 
through an incandescent bed of carbon. The gases com- 
monly known as suction gas, Dowson, Rich^, Mond, Siemens, 
etc., are all in this class and similar in character. Ordinary 
producer gas is made continuously by passing a mixture 
of air and steam through the fuel, in correct proportions 
to maintain a sufficient amount of heat to enable chemical 
action to take place. 

Producer gas may be made from: (1) anthracite coal; 
(2) bituminous coal; (3) coke; (4) lignite; (5) oil; (6) 
peat; (7) wood. Its manufacture will be discussed in 
detail in a later chapter. 

The compositions and heating values of this gas as 
made from different fuels are given in Table II, the values 
given representing the final average of a large number of 
determinations. 
t 13. Blast-furnace Gas. This is the gas obtained sis) 
a by-product during the making of pig iron from iron ore. 
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Table II 

AVERAGE VALUES OF ANALYSES OF AMERICAN GASBS 



Gas. 



Average Constituents of Gas in Per Cent, Volume. 



COi. 



CO. 



H. 



CH4. 



CsHi 



CsH4.;aiii N. 



Calorific 
Value by 

Test p<*r 
Cubic F<K)t. 



O. I'lliKh. Low. 



Producer : 



Anthracite. 



Bituminous 



Coke 



Lignite. 



OiL 



Peat. 



Wood. 



6.03 



9.12 



4.90 



9.43 



4.10 



12.40 



13.90 



22.38 



17.54 



27.30 



18.90 
11.40 



21.00 



20.03 









13.38 


1.96 





11.73 


4 • ^O; ..... 


10.07 


1.18; 


15.13 


3.65 


5.57 


5.87 


18.50 


2.20 


21.00 


2.79 





0.36 
0.36 



55.65 0.803 142 



57.24 0.265 I'A 



131.3 
136 



. 56 . 60 550 1 :i3 7 ' H 25> 



0.424 152.500.582 156 4 •134 



3.10 
0.40 
0.60 



66.90 3.060*176 •151 



45.50 0. OCX) 175 •Ml 



4!. M) 0.185 138.7 •l^H 



Illuminating : 



Water, 



Carbiu*eted 
water . . . 



Coal or bench . 



4.72 



2.07 



1.21 



34.8 



24.1 



6.18 



48.81 



32.40 



4.061 



23.40 



43.94 37.78 



1.97 , 7.16 5<J3 320 



12.52 ... 3 7'0 '10P,77 



5 . 87 4 1 6 3 . 5^i . r/t2 6 ',5 



27H 
632 



Natural: 



Average. 



High hydrogen 
Low 



0.684 



0.647 



0.580 



0.800 



0.730 



0.525 



10.89 



20.56 



1.92 



79.67 



50.30 



91.40 



1.26 



I 



6. 40 5 y>0 7'<* '♦*;-, hr,'. 



0.515J 1 a. 25 'J :/, 'jll ^~ 



Blast-furnace... 



11.80 



26.75 



3.40 



0.30 



Coke oven. 



2.1 



6.51 



51 . 56 



32.9 



(1.4) 



2.5 



on gas. 



2.79 



4.96 



17.70 



23.601 18-78 



M,% '3 )H2'f't 7 •--: > 



4,0 Vi yrt 



5 . IS3 « « « « m,H 701' V. .: 



^r. 



"'AlL 



* Theoretical valu*. 
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The blast furnace may be regarded as nothing more than 
a large producer, the coke or coal used with the iron ore 
lM»ing partly burned to carbon monoxide by the oxygen 
in the air blast. 
A The gas given oflf from the blast furnace contains from 
23 to 34 per cent of carbon monoxide, a small amoimt of 
hydrogcm and hydrocarbons from the dissociation of water 
and volatile matter in the fuel, some carbon dioxide, and a 
large amount of nitrogen. 

B(»cause of the small content of carbon monoxide, prac- 
tically the only combustible constituent, blast-fumace 
gas is always of low calorific value, and requires a much 
gn^utcr cylinder capacity than other gases. However, 
its us(^ in gas engines has led to great savings in plants 
wlier(» it was originally either wasted or burned under steam 
b<)il(»rs. Its calorific value (heat liberated per cu.ft. of 
gus burned) varices from about 85 to 105 B.t.u. per cu.ft. 
^ 14. Water Gas. This gas is produced by passing steam 
through a hvd of incandescent carbon (coke), which has 
first. be<Mi niiscMl to a high temperature by a forced blast 
of air. Th(^ stc^iun, passing through the fuel bed, breaks 
up, forniing hydrogen, carbon monoxide and carbon dioxide. 
This breaking up is accompanied by the absorption of heat 
and tends to reduce the temperature so that the process 
must be an iiitemiittent one. 

16. Mixed Gas or Air and Water Gas. This gas may 
be divided into two ])arts: that made during the "blow," 
during whi(;h air only is passed through the fuel, and that 
made during tlu^ '* make,'' during which the fuel is supplied 
with steam only. The " blow " is a heating period and 
tlie '' mak(» '' a cooling period. Toward the end of the 
" blow '' th(* gas formed contains a large proportion of car- 
bon monoxide and is therefore combustible. It is some- 
times (jaught and used under the name of air gas. 

The gas formed during the " make,'' consisting largely 
of hydrogen and carbon monoxide, is properly known as 
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water gas. Air gas and water gas are frequently mixed 
and used under the name of mixed gas. 

16. Carbureted Water Gas. This gas is produced in 
much the same way as plain water gas, except for the addi- 
tion of oil gas, which is formed by spraying oil into a heated 
brick chamber, through which the water gas passes. This 
addition is made for the purpose of giving the latter illu- 
minating power. 

17. Retort Gases. These comprise those gases which 
are generated by destructive distillation in closed retorts, 
some being manufactured for fuel and power purposes 
only, and others primarily as illuminating ga.ses. The 
two principal retort gases are briefly described in the fol- 
lowing paragraphs: 

(a) Bench gas, also known as coal ga-, town ga.«, or 
illuminating gas, is one of the most important of this cla<s, 
and results from the distillation of bituminoas coal in fire- 
clay retorts. 

Its calorific value varies with the fuel and the pro<*i*s?s 
of manufacture, but generally lies Ix'twe^fU 525 and f>5() 
B.t.u. per cubic foot. 

(b) Coke-oven gas Is a by-pn>luct obtain^i during 
the manufacture of coke in retort r-oke-ov^rt-. It hi th#' 
part of the gas generated which n^^^l not \mi n-bum^^l for 
heating the ovens. So far as its prop^-rti^-^ ar" r^onft^nifA 
it is practically identical with the gas aln-^dy d^rri^^-d 
as bench gas. 

18. Oil Gas. This name is applied rather iri'iwri:.-:- 
nately to the gases made from crude or unr»ffj,v-i'i oV,. -r: r- 
number of different processes. The prindjwa t^.^* ::.>,-: y- 
roughly divided into producer gas pror^^wj^*. x>.-/,.-z^- 
processes, and retort-gas processes. 

The first of these, namely the v^nAtu^-it^ ;>"x-.- 
will be considered in a later chapter, TU^ *^//:y. ..^.. 
closely resembles the carbureted water ^jMilr»ai^7 '^^^^r-.-^--:^ 
except that no solid fuel is used. Th^ t^. -.-<.. ,. -^ 



18 GAS POWER 

calorific value, and a high hydrogen content, and is not 
well adapted for use as a power gas, although it has been 
rather extensively applietl for this purpose on the Pacific 
Coast. 

The retort process is carried out by properly heating 
crude or partly refined petroleum, or any other oil composed 
of hydrocarbons, in a closed retort, so that " cracking " 
(partial decomposition) results and hydrocarbons, which 
are gaseous at atmospheric pressure and temperature, are 
obtained while solid carbon is left behind in the retort. 
By the proper regulation of the time and temperature, the 
process of decomposition can be stopped at any desired 
point. 

Oil gas in not the same a« vaporized oil, since in the latter 
the hydrocarbons are unchanged, and, if the vapor is cooler 
a liquid will result. 



CHAPTER III. 

CX)MPARISON OF THE EXTERNAL AND INTERNAL 

COMBUSTION PRINCIPLES. 

19. External Combustioii. Heat engines may, in gen- 
eral, be divided into two great classes, viz., those in which 
the combustion of the fuel is made to occur in a recoptaclo 
outside the engine itself, and those in which combustion 
takes place directly within the engine. 

The steam power plant is an example of the first method. 
In such plants, fuel is burned on a grate under, or within, a 
boiler, and part of the heat liberated is traasferred to and 
absorbed by the contained water. When the temperature* 
corresponding to the desired pressure is reached, l^oilin^ 
occurs and steam, containing the heat it has received from 
the fuel, passes through a pipe Une into an (»ngine cylinder. 

This steam now acts upon a piston in the cylinder and 
part of its heat energy is converted into mechanical enerji;y, 
part is radiated, and part is discharged in the exhaust steam. 

In some plants the steam is exhausted into the atmosphen^ 
and allowed to waste, while in others it is condensed in an 
apparatus known a^ a condenser, returned })y m(;aiis of a 
pump to the boiler, where it is reconverted into steam, and 
then again started on the series of events above described. 

Fig. 2 shows an elementary steam powfjr plant in which 
the cycle of operations just described can bfj clfjarly fr)lIow(;d. 
The energy stream, shown on the figure, rr^prffsents to an 
approximate scale the various losses occurring in an external 
combustion plant. 

19 
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From 5 to 22 per cent, only, of the heat given to the 
steam in the boiler, is converted into useful mechanical 
energy in the cylinder; while only about 80 to 90 per cent 
of this is actually converted into useful power at the shaft, 
because of friction of the engine parts, etc., between the 
cylinder and fly-wheel. 

It should be further noted that only a fraction of all 
the heat supplied the power plant in the fuel is ever given 
to the steam in the boiler. As a net result, the over-all 
thermal efficiency in a steam plant, that is, the heat equivalent 
of the useful work done divided by the heat value of the 
fuel supplied, ranges from less than 5 per cent in small and 
poorly designed plants, to 15 per cent in the very best. 

20. Internal Combustion. The second class mentioncffl 
above comprises all the heat engines or power plants in 
which a mixture of fuel and air is ignited and burned within 
the engine cylinder. 

Take as an example, an engine such as that shown in Fig. 
3, operating on natural gas, where the fuel hi mixe^l with a 
proper amount of air to form a comba^tibie mixture; awl 
is then drawn into the cylinder. Thw mixture hi igriil*;^! 
and burned within the cylinder, and, by a j$r?rieH of pr^x^rj-i^rH 
which will be described later, part of the h^rat tbii.^. Jili^frat^-fl 
is converted into mechanical energy at the jmUfU. Th^r 
portion not thus converted is partly ra/Jiat/!/! ari/J ji^nly 
exhausted with the burnt gases. 

While theory would indicate the po«abiI;ty of 'j-Mn^r '^% 
apparatus similar to the condenser of a Ki^r^fi ',f.>*^i*. ^n'i 
thereby returning the gases to their initial <:f/rA,*j,u v, v 
used again, it is practically simpler to tbr/ir ;jfy/>,v t.^--^-. 
biuned gases and to charge the cylinder irith a i:^*:, * .'y^. ; 
of mixture for the next cycle. 

It will be observed that by making U^^ v.r,%r>i^**,.'^. 
occur within the engine cylinder itself, tlwr ry>i;^ %($t\ -^^j^^z, 
pipe of a steam plant, and their a«ia«rt^ /^^^a rjn* 
been eliminated. It will, theref«e# t^ ?*?5t^</:A-->j?: -ii 
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expect an internal combustion engine of thia type to have 
a higher thermal efficiency than thai of a steam pUmi. 

That this is really true in practice i» shown by the fact 
that engines of this kind give thermal efficiencies ranging 
from 15 to 30 per cent. 

Now consider a complete producer^as power plant, 
where the fuel gas is artificially manufactured in a producer, 
then cleaned thoroughly to eliminate all dust, and either 




FiQ. 4. 



carried directly over to an engine in the ca-i^ of ti kiicIidii 
type plant, or stored in a gas holder, in the caw^ »(■■* j.r.t«Hir<- 
. type plant. A suction type plant is shown iuHk- 1 will, 
the corresponding energy stream on which th.. olI.l,.,,,,„ 
represent the various losses from producer t/» enjjii.... 

From this it is seen that, even with the extr.i 1-^.^. .j,,,, 
to the addition of the producer, the ""J^^j^^^ ^''Jj^ '■""' KV 
delivered " is greater than in the case o 
plant. In other words, for a given 
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supplied, a larger number are converted into useful energ\ 
at the crank shaft in an internal combustion type plantf thai 
in one of the external combustion type. 

This is partly due to the fact that producers generally 
have a higher thermal efficiency than do boilers, but to i 
greater extent to the fact that the processes carried on ii 
the cylinder of the internal combustion engine are mon 
nearly perfect as energy converters than are those usee 
in a steam engine. This is due to the higher temperature 
attained by the working substance, which can be shown 
to be a measure of the efficiency of all such conversions. 

It should not be inferred, however, that the internal 
combustion principle should always be used because it is 
more economical in the use of fuel, as there are numberless 
cases where local conditions, cost of fuel, water, materials, 
etc., demand the use of a steam power plant, and where a 
producer or other internal combustion plant would probablj^ 
result in financial failure. 



CHAPTER IV. 

HISTORICAL DEVELOPMENT OF INTERNAL 

COMBUSTION. 

21. The Gunpowder Engine. The modem internal 
combustion engine cannot be said to have been the inven- 
tion of any one man, but is the result of long years of develop- 
ment by many inventors. It is to the combined eflforts 
of numerous investigators, whose judgment and foresight 
convinced them of the great possibilities of a commercial 
machine of this type, that we owe the success of the internal 
combustion engine as it exists to-day. 

The first internal combustion engine is credited to one 
Abb4 Hautefeuille, who, in 1678, conceived the idea of 
burning a small quantity of gunpowder in a chamber con- 
nected with a reservoir of water. After combustion, the 
gases were cooled, resulting in a partial vacuum, and the 
water was raised from the reservoir by atmospheric pres- 
sure. A few years later he described another engine in 
which the actual explosive energy of the powder was used 
to raise water through a system of pipes and check-valves. 
In this type the water acted as a piston, so that this is the 
first record of a direct-acting engine. It appears that 
Hautefeuille did not construct any engines based on these 
principles. In 1690, one Papin improved upon the design 
and actually constructed an engine to work on the above 
principle; but because of the crude materials and poor 
workmanship of those early days, the powder engine was 
abandoned as an impracticable machine, and it wan not until 
after Watt had developed and improved the steam (mgine, 

26 
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that we hear of any more attempts to obtain patents for' 
eiif^nm of the internal combustion type. 

In 1791 a patent was granted to John Barber, an 
KnKli^hman, for an engine which operated on the gas tur- 
bine f)rinciple, and in 1794 John Street, also an EInglish- 
man, obtained a patent for a machine operated by the use 
of vapor (leriv(»<i from a liquid fuel and air, ignited by a 
flame?, and (?xp1ck1(k1 in a suitable cylinder. 

22. The Lenoir Engine. It was not, however, until 1860, 
that th(» first practicable gas engine to attain any marked 
d(»gn»e of coiniiHTr'ial success was produced. This was 
pat(»nted by I^'uoir, a Frenchman, and belongs to that 
class in which the charge, not precompressed, maintains 
almost (constant volume during combustion. In this 
<»ngin(», th(j first part of the stroke was used for drawing 
in the fresh charge, which was ignited while the piston 
was in motion near the center of the stroke. Only the 
latter half of th(» stroke* was therefore available for power 
(|(?velopment. Fig. 5 hIiows sectioas of a Lenoir engine, 
and also a tlieoretic^al indicator diagram for this machine. 
It is worthy of not(i that this engim* was made double acting 
and fitted with (t|(»(!tric ignition. 

Hugon, a f(jw youvH later, improved on the Lenoir 
engines and brought out a machine in which the electric 
ignition of Lc^noir was replaced by flame ignition, which 
w/iH (!onsid(ired mon* reliable at that time than the electric 
ciirrcint. 

23. Beau de Rochas' Cycle. It remained, however, for 
WiHin de llochaH, in 1802, to describe an engine which was 
later to receivcj world-wide notoriety and use. In this 
engine the charge passed -through four distinct phases in 
on(t (tydi* of operations. These were briefly as follows: 
Th(t charge was drawn into the cylinder during the first 
forward stroke of thci piston, compressed during the return 
stroke, ignited and burned at the beginning of the second 
forward or the expansion stroke, and the burnt eases expelled 
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on the second return stroke. Beau de Rochas did not 
construct an engine illustrating his ideas, which conse- 
(juently passed unnoticed for about fifteen years. 

24. Otto and Langen. In 1861, N. A. Otto of Deutz, 
Germany, attempted to improve upon Lenoir's engine by 
giving it a full-power stroke. During his investigations 
he conceived the idea of compressing the charge by reversing 
the motion of the fly-wheel, and of then igniting it by a 
spark. As a result, the sudden impulse given to the engine 
caused it to spin for several minutes. Thus he practically 
reproduced two of the strokes of. the modem four-stroke 
engine. Practical difficulties in this engine, however, 
caused him to turn aside and invent an entirely different 
type of machine, which is known as the " free-piston " 
engine. 

In this new engine, which was built in conjunction 
with Langen, flame ignition was used and much better 
economy was obtained than with the earlier types. In 
Fig. 6 is shown a section of the Otto-Langen free-piston 
machine, which consists of a tall vertical cylinder, water- 
jacketed through a part or the whole of its length, and with 
the top open to the air. After admitting the charge below 
the piston, the igniting flame causes combustion of the 
mixture, which projects the piston upward with high velocity. 
The piston is connected with a rack, which engages with a 
gear attached to the fly-wheel shaft. This gear turns 
freely on the shaft while the piston is moving upward, but 
becomes connected with it by means of a clutch when the 
piston moves downward. The admission, ignition, and 
exhaust are controlled by a slide valve which is regulated 
by the governor. 

As the piston is driven upward by the pressure generated 
by the burning charge, the pressure beneath it rapidly 
drops by expansion, until it becomes less than atmospheric 
at the end of the up-stroke. Due to the unbalanced pres- 
sures above and below it, the piston is now forced down- 
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ward, and as it descends, the clutch engages with the shaft 
Mid performs work. A port in the valve altowe for the 
exhaust of the burnt gases. 

After the commercial introduction of the free piston 
enfpne. Otto developed a type which, in modified form, 




Fia. 6.— Otto and Langen's Free-pistol Emcwy.. 

exists at the present day. It is described «» -u^.tU. ',;. ^ 
later paragraph. 

26. Tlie Brayton Engme. The tint mf'^*^-^ ^b 
engJDe proper to be constructed in the l^liMA >>^>« -«» 
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patontwl !>>• Geo. B. Brayton in 1872 and 1874. It was 

the fii>it machine designed for combustion at constant 

pressure. It was a vertical type enf^ne as shown in Fig,. 




Fic.7. — Brayton Engine. 



7, and consisted of a power cylinder, P, and a separate 
chargiDg or air-compressor cylinder, C, the pistons being 
connected by a walking beam. 

In this engine, the air and fuel wnv ^ to the 
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working cylinder under pressure for a portion of the stroke, 
combustion continuing during the entire admission of 
the charge and causing an increase of volume without 
change of pressure. After sufficient combustible had entered, 
the supply valve closed, and the stroke of the piston was 
completed by the expansion of the burned gases. A con- 
stantly burning flame at the head of the power cylinder 
caused ignition, and wire diaphragms were used to keep the 
flames from striking back. 

26. The Otto Engine. In 1878, at the Paris Exposi- 
tion, Otto exhibited a new engine, which operated practically 
on the old Beau de Rochas cycle. The engine was rec- 
ognized immediately as superior to any of its predecessors 
because of its economy and capacity for a given weight, 
and because of its regularity of operation. 

In Fig. 8, are showTi a horizontal cross-section, a side 
view, and an end view of the Otto engine of 1884. 

The operating principles of the Otto engine may be explained 
with the help of this figure. Assume that the piston is 
just beginning its suction stroke, the poppet exhaust valve, 
Ef having just closed. As the piston moves outward, 
only air is drawn in through port / for the first part of the 
stroke because the gas valve, 6', has not yet l^-en ojHfncfd 
by the cam, C. A moment later, the gas valve, G, ofx-ns, 
and the mixture is admitted during the r^^st of the stroke. 
At the outer dead centre, the slide valve, S, ha-. cUr^-A the 
port, /, in the head, and compression l^egins. When the 
piston reaches the inner dead centre, the ignition cavity, 
K, is exposed and the charge is ignited. TUc piston 
moves outward again with expansion of the ga.-^rs, 
and on the next (return) stroke these are exhannVrrl 
through the valve E, which has been opfrntA by th^- 
cam.C'. 

Economy tests on early Otto engine« gav#' th^rrrnal 
efficiencies on the brake of from 9 to 12 p^ r^^mt, vk-hUe 
one experimenter obtained a value of 16 ••'^ V^ *'>'^^V. 
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27. TJie Clerk Engine. The obvious flisadvantage of •J 
the Otto type, which gave only one impulse in four strokes, 
combined with the fact that Otto's patents prevented 
others from copying his engine, led experimenters to turn 
their attention to the development of an engine operating 

on the two-stroke principle, in which there should be an im- 
pulse every second stroke or every complete revolution. 
Theoretically for a given engine, the power should be exactly 
doubled, since there would be twice as many impulses as 
in the four-stroke type, but this has never been attained _ 
in practice. ^^M 

Clerk produced the first commercial two-stroke machine ^^M 
in 1880, but the practical difficulties which were presented ^B 
were so great that attention was again turned to the develop- 
ment of the four-stroke engine, and it was not until some 
ten or twelve years later that two-stroke operation was 
commercially successful. 

28. The Diesel Engine. Most of the development 
since the time of Otto has been directed toward the im- 
provement of his engine or to the production of a similar 
cycle in two-strokes instead of four. There is, however, 
one very marked exception. In 1893 Dr. Rudolph Difisel 
of Germany invented a radically different type, operating 
on a cycle somewhat similar to that of Brayton, though in 
a much more perfect manner. This engine has i>ecome 
very prominent during the past decade and is considered 
in detail in a later section. 



CHAPTER V. 

FOUR- AND TWO-STROKE OPERATION. 

29. Four-stroke Otto Cycle. Having shown briefly in 
Chapter IV the series of operations comprising the four- 
stroke Otto cycle of events, we are now enabled to study 
this cycle in more detail, by the use of a theoretical 
indicator diagram such as would be obtained from an ideal- 
ized engine. 

The indicator diagram is merely a convenient means of 
picturing what occurs within the cylinder of an engine 
during operation. It gets its name from the fact that 
such diagrams can be dra\\Ti mechanically for real, operating 
engines by means of an instrument called an indicator. 
Such diagrams are very useful, as they enable the engineer 
to determine many things about the operation of an engine 
which he cannot reallv see and which it is desirable that he 
should know. 

The diagram is drawn on a sheet of paper or on a card 
on which vertical distances represent pressure to some 
convenient scale and horizontal distances* represent volume. 
The diagram can be obtained for an ideal case by plotting 
a series of points so located on the sheet that the vertical 
distances to those points represent the pressures of the 
material within the engine cylinder at the times when the 
volumes occupied by that material are as shown by the 
horizontal distances to the points. The development of 
such diagrams will be shown in greater detail in the follow- 
ing paragraphs. 

34 
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Returning now to the consideration of the four-stroke 
Otto cycle, imagine an engine cylinder as shown in Fig. 
9, with an inlet valve, /, and an exhaust valve, E. Botli 
these valves are located in the head and open inwardly. 
Assume that the piston is at its extreme left, dead centre 
position, that a cycle has just been completed, and that 
the clearance space between the cylinder head and the face 
of the piston is filled with burned gases (products of com- 
bustion) at atmospheric pressure. 




Fig. 9. — Idc-alii^d Oiu» 
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to represent volumes varying from that of the clearance to 
that of the *clearance plus the volume of the working 
cylinder. By joining these points the line ed of Fig. 9 
would be obtained. It would represent the pressures 
existing within the cy Under while the piston moved from 
the beginning to the end of the first or suction stroke. 

Now let the inlet valve close and the piston move to 
the left on its second stroke. The charge is compressed 
until it fills the clearance volume. The compression may 
be assumed to be adiabatic, that is without loss or gain of 
heaty as heat, which would be true only in the ideal case. 
During such a process the pressure would rise as the piston 
moved in, that is, as the volume occupied by the gaseous 
mixture decreased. Plotting points to represent the succes- 
sive corresponding pressures and volimies would then give 
a curve similar to rfa in the figure. 

At the point a the charge is ignited by an electric spark 
or other means, and combustion follows, while the piston 
is assumed to remain stationary at the end of the stroke. 
The heat energy liberated would raise the temperature 
of the burning gases, and since these are confined in such 
a way as to maintain their volume constant, the increase 
in temperature would be accompanied by an increase of 
pressure. The increase of pressure at constant volume is 
shown by the line ah on the diagram. 

This increased pressure now causes the piston to move 
outward on its third stroke, while the gases expand adiabat- 
ically (in the ideal case) behind the piston. This expansion 
is merely a gradual decrease of pressure as the volume 
increases because of the outward movement of the piston; 
it would be shown by a dropping curve such as be in the 
diagram. 

At c the exhaust valve, E, is opened, and the gas blows 
out into the atmosphere while the piston remains stationary 
at the end of the stroke. This is shown by the line cd on 
the diagram, the pressure within the cylinder dropping 
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to atmospheric (in the ideal case) before the piston 
moves. 

The piston then returns, executing its fourth stroke, and 
expels the remaining gas along the line ck, that is, it drives 
the gases out at atmospheric pressure, thus decreasing the 
volume in the cylinder while the pressure remains constant. 
When the piston finishes this stroke, that is, when the 
conditions are as shown at e, the cycle is completed, for 
everything is in the same condition as assumed at the start. 

While it is beyond the scope of this l)ook to furnish the 
proof, it is comparatively easy to show that area on an 
indicator diagram represents work done. Thus the area 
below the line 6c, measured down to the base line*, represents 
the work done by the gases upon the piston while expanding. 
Similarly the area below da represents the work done by 
the piston on the gas when it compressed the latter. 

It is obvious that the area under ed representing the 
work done by the gases upon the piston during the suction 
stroke is (in this case) just equal to the area under de, which 
represents the work done by the piston on the gas during 
the exhaust strojce. It therefore follows that the net 
quantity of work obtained as a result of all four strokes will 
be the difference between the work done by the giises upon 
the piston during the expansion stroke ancl th(» work iUnw 
by the piston on the gases during the compn^ssion stroke 
But, considering areas on the diagram, this n(>1 work i. 
represented by the area abcda which i^ hatch<»a. 

Thus, although four strokes are necessary to .ornpM.^ 
the practical cycle, the area under line ed<^^i^'f th;.t und.-r 
de, leavmg the net work as the net resu* 
strokes. The two strokes ed and de are, J^); ;;,'':;;;;''• V , 
the first bemg used to mtroduce tne ^^^^^^ ^^^ ^^^^ ^^ 
second to expel the burned charge- ^^^ n... , . ,,.f/" 

reasons called pumping strokes. ^ oiway*^ '■>h'^ n* ., ' 
by practical considerations and n^^^^ "'*»u 

form in all real engines. 
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The thermal efficiency of the ideal Otto cycle, that is, 
the ratio of the net work to the heat supplied for obtaining 
Ihat work, is given by the formula 



Efficiei 






in which 

Td = absolute temperature at the beginning of com- 

press! on I and 
Ta = absolute tem]>erature at the end of compression 

Since the temperature at the end of compression will 
increase with the final pressure if the initial conditions 
remain the same, it follows that, mth a given initial pres- 
sure, the eifieiency of the cycle will be greater the higher 
the compression pressure, that is, the smaller the clearance 
volume. This fact is of great importance and should be 
remembered. 

30. Actual Indicator Card for Four-stroke Operation. 
In Fig. 10 is shown a tj-pieal indicator card for the four- 
stroke Otto cycle, except that the lower loop of the diagram 
has been exaggerated in size, for purposes of explanation. 
The actual card has been superimposed upon an ideal 
card in order to accentuate the variations. 

Referring now to Fig. 10, assume the piston to be at 
e', the end of the stroke, with the clearance space filled 
with burned gases at a pressure shghtly above atmospheric 
due to the frictional resistance offered by the exhaust ports 
and passages to the burned gases which have been expelled 
along the line d'e'. As the piston moves outward on its 
suction stroke, the clearance gases expand along e'jf to 
some pressure / below atmospheric before the new charge 
begins to flow through the open valve into the cyUnder, 
This flow continues to g, forming the suction line fg, and the 
cylinder is filled with a mixture of new charge and burned 
gas left from the preceding cycle. The piston now returns 
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and compresses the charge along the line ga\ to the point 
a', where ignition occurs and the combustion line a'V is 
produced. 

Owing to the fact that the piston does not remain 
stationary at a', and also because combustion is not instan- 
taneous throughout the entire mass of mixture, the line 
a'fe' is not vertical but, with proper setting of the spark and 
a correct mixture, slopes slightly to the right. 




Fig. 10. — Modifications of Ideal <nU9 ljvi$^iji,. 
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pressure greater than atmospheric to cause flow. The 
velocity of the gases through the exhaust port varies from 
80 to 125 feet or more per second, and to produce this, the 
exhaust pressure line must be from one to three pounds 
al)ove atmospheric. 

The area of the " lower-loop,'* represents the work 
(force X distance) done upon the gas by the piston and 
consequently must be subtracted from the total positive 
work (or the area of the upper loop of the card) in order to 
obtain the net useful work of the engine. The lower loop 
area, however, is so small on an actual card that it is usually 
neglected, in determining the I.H.P. (indicated horse- 
power) of a real engine. 

31. Practical Modifications of Four-stroke Diagram. 
In Fig. 11 is given the perfect diagram of Fig. 10 with cards, 
such as might be obtained from practice, superimposed 
on it to show the discrepancies often existing between the 
actual and the ideal. 

In an actual engine it is found that, for best operation, 
ignition of the compressed charge should occur before the 
piston has reached the end of its stroke, as at m in the 
figure, because combustion does not occur instantaneously. 
With a proper mixture and correct setting of the spark, a 
combustion line such as a'V will result, which is practi- 
cally a vertical line or is slightly inclined to the right, thus 
approximating the constant volume line of the theoretical 
cycle. If the spark is too early, the line nv/ will result, 
while a late setting of the spark will give combustion lines 
like a' 6", a' 6'", a' 6"", etc. 

Due to imperfect or slow burning of the charge, many 
cards have a rounded top, expansion beginning after the 
piston has already passed over an appreciable distance 
on its return stroke. Also, it will be found that in practice 
there is an actual transfer of heat to and from the cylinder 
walls during the various events, so that the expansion and 
compression curves do not coincide with the corresponding 
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curves of the ideal cycle. This means that the curves 
follow some law expressed by the equation PF* = constant 
instead of the law PV^ = constant, which is the law of 
the adiabatic change. For a detailed discussion of these 
laws of gases, refer to any good text-book on Thermody- 
namics. 

In theory it is assiuned that ignition is perfect, that the 
composition of the charge is uniform, and that combustion 
is complete and perfect. None of these things, however, 
obtain in practice, and all the variations have their influence 
upon the engine performance. 




FiQ. 11.— Modificatioiis oC IdaaOtto Diajp-am. 

Numerous other changes may be made in the diagrams 
obtained from real en^nes by impio|ier setting of valves 
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the two-stroke enipne uses a charging pump to do the pump- 
ing work done by the engine pbton in four-stroke operation. 

In Fig. 12 is shown a diagranmiatic representation of 
the two-stroke egine. 

The pump cy Under, which is represented as being 
entirely separate from the power cylinder, has an admission 
valve, A, and a discharge valve, I, the latter also acting 
a** an inlet valve to the power cylinder. This cylinder has 
a ring of ports, E^ cut through the walls at such a point 



I (C/tinder 




Fig. 12. — Idealized Two-stroke Otto Engine. 



that the piston, by uncovering them near the end of its 
stroke, acts as an exhaust valve. 

Now consider the power cylinder filled with mixture 
at atmospheric pressure d, Fig. 12a, the piston just cover- 
ing ports E, The first stroke is to the left, causing com- 
pression of the charge along the line da. Combustion 
produces the line ab, followed by the expansion line be. 
At c the ports are uncovered, allowing exhaust to occur 
along a sloping exhaust line cc\ We now assume that 
the power piston moves from c' to d while the auxiliary 
pump, which has already drawn in a charge of mixture 
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through valve A, forces it mto the power cylinder through 
valve /. This new charge is supposed to push the burnt 
gases ahead of it and out through the ports J5, and the piston 
is operated to close these ports just as the new mixture 
reaches them. Conditions are now the same as at the 
beginning and the cycle is repeated. 

Line e/, Fig. 12(6) is the line formed in the pump cylin- 
der (ideal case) when the charge is drawn in at atmospheric 
pressure. Line fe is the line formed when the charge is 
forced into the power cylinder under the same conditions. 
These coincide in the ideal case and therefore cancel, 
leaving the area abc c'd as the net area of the power diagram, 
which is practically the same as in the four-stroke operation 
already described. Theoretically, by making the ports 
of zero length, or by using an auxiliary exhaust valve, 
such as a sleeve, outside the ports, the two-stroke diagram 
could have been made identical with that of the four- 
stroke operation. The principal diflference in the two 
methods of operation is that the pumping strokes ef and 
fe are accomplished outside the power cylinder in two-stroke 
operation while in the four-stroke engine, the power cylinder 
itself does the pumping. 

The operations as ordinarily carried out are shown 
in Fig. 13, where the heavy lines represent an actual two- 
stroke card. The exhaust port opens at a and part of tho 
exhaust gases escape. Scavenging (cleaning the cylinder a 
burned gases) b^ns about 6; charging commences betwoc^n 
b and c and continues to some point d, where compression 
begins. There are some modifications of this, but these 

are special cases. 

It is obvious, therefore, that the exhaust, scavenfrintr 
and charging operations, must be accomplished while tV^. 
piston is moving from a ^ l^^^ to d cyv, roughly 
during about 10 per <^-^l^^\^' This gives a ve^ 

short time for these }^^^^,ttrZ^ Z\ ?" ^^"^^ 
of preventing the mixmS " »»«» aM i^esh p" 
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and of precluding the loss of combustible mixture through 
the exhaust openings is very great. With high-speed engines 
conditions are naturally worse. 

After the admission port is closed at d, the charge 
is compressed to e, where it is ignited and burned. The 
intrinsic energy of this high-pressure gas now causes expan- 
sion on the second stroke down to point a, after which the 
cycle is repeated. 

It will be noted, therefore, that the more perfect the 
scavenging of the cylinder of burned gases, the better will 




Fig. 13. — Actual Two-stroke Diagram. 



be the operation of a two-stroke engine. This must be 
accomplished in a very short period of time, as shown above, 
requiring an exhaust port of ample size. The quantity 
of the new charge, and its combustibility, are directly 
dependent on the throughness of the scavenging operation. 
By the time point c is reached, the exhaust gases should 
be at approximately atmospheric pressure, since the volume 
of the gases remaining in the cylinder as well as the work 
done in displacing them is thus reduced. For this reason 
an exhaust valve is generally eliminated and a ring of ports, 
uncovered each stroke by the piston, is used instead. 
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The two agents used for scavenging are pure air and fuel 
fixture, and these are furnished in three ways, vi« : 

(1) By independent pumps, Fig. 14 (a). 

(2) By designing some part of the engine, as one end of 
a cylinder or the barrel holding the crosshead guides, to 
act as a pump, Fig. 14, (6), (c) and (d). 



Power Cylinder 




fomp Gyllador 



Fig. 14(a). 




Power Cylinder 



Pump Cylinder 
Fig. 14(6). 



(3) By using the crank case and the front side of the 
piston. Fig. 14 (e). 

It has been found that the scavenging agent should 
be at a low and, if possible, a constant pressure, which 
wall prevent the incoming air from bursting through ' 
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burned gases and breaking them up, but will cause it to act 
as a more or less solid wall pushing the exhaust gases out 
ahead of it. 

In nearly all of the small two-stroke engines the crank 
case is used as a pump for the fresh charge, raising the 
pressure to 6 or 8 pounds above atmospheric on the out 
stroke of the piston. This pressure is just enough to force 
the gases through the passages and into the cylinder the 
moment the admission port is uncovered by the piston. 
This method, however, is not used in large engines, but 
instead, separate pumps for the air and gas are installed 
directly on the frame, and outside the cylinder proper. 




Fig. 15. — Pump Diagram; Two-cycle Engine. 



Thus it is clear that in order to show all the phases 
passed through by the charge, during each cycle, at least 
two ipdicator diagrams are necessary: one for the power 
cylinder and one for the pump, the latter being part of 
the engine or separate. 

Referring to Fig. 15, which shows a pump diagram, the 
piston begins at c to draw a fresh charge into the pump 
cylinder and continues along the line c-d, which falls slightly 
below . atmospheric pressure due to the partial vacuum 
formed. The piston is now driven forward by the explosion 
in the power end of the cylinder, and the mixture in the pump 
cylinder is compressed along d-a until at a the piston uncovers 
the inlet port of the cylinder, when the charge is released 
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on entering the cylinder along a-b and drops in pressure 
to 6. The piston now returns, and the pressure in the pump 
chamber drops rapidly to c, where the cylinder port is 
covered, preventing further escape of the mixture. Further 
movement of the piston causes a drop below atmospheric 
pressure when the succeeding card is formed. 

33. Practical Modification of the Two-stroke Diagram. 
In practice, the actual card would not coincide with the 
theoretical, the maximum explosion pressure being at some 
point / below /', Fig. 13. The expansion and compression 
lines as in the four-stroke diagram would also obey laws 
other than the ideal. 

34. Comparison of Four-stroke and Two-stroke Oper- 
ation. It has been shown that the diagrams of events for 
four-stroke and two-stroke operation are practically alike, 
the modifications of the toe of the diagram in the latter 
type being so small as to be negligible. On the basis of 
the theoretical diagrams there is therefore little, if any, 
choice between the two types. There are, however, certain 
practical considerations which should be noted. 

On a basis of power obtained from a given size of cylinder, 
two-stroke operation would seem to be preferable. In this 
type a complete cycle is obtained every revolution, whereas 
it takes two revolutions with the other method to complete 
a cycle and produce the same amount of power in the same 
sized cylinder. This would indicate that a two-stroke 
engine should give twice the power of a four-stroke engine 
with the same piston displacement and running at the same 
speed. 

Practically, however, this is not the case, and the power 
actually obtained varies from about 1.3 to 1.7 of that 
obtained from similar four-stroke engines. This is due 
to a number of causes, but principally to the difficulty of 
obtaining perfect scavenging and a pure charge, so that the 
real two-stroke diagram does not generally approximate 
its ideal as closely as does the four-stroke. 
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In the better and larger tjrpes of two-stroke engines, 
separate pump cylinders are always used. These, when 
coupled with proper design, may be made to give very 
perfect scavenging, but experience shows that they then 
entail friction losses of such magnitude as to cut down 
the useful work delivered by the engine, so that the ideal 
of double the power of a similar four-stroke engine is never 
realized. 

So far as thermal efficiency is concerned, theory would 
indicate both methods of operation to be equally desirable. 
Practically, however, two-stroke operation does not give 
as high thermal efficiencies as the other method. In the 
smaller, simpler types, this is due to the poor scavenging 
and to the loss of unbumed fuel through the exhaust ports 
during scavenging. In the larger and more complicated types, 
losses of this kind are diminished, but the added friction 
losses, due to the presence of elaborate pumps, partly or 
wholly counterbalance the more perfect cylinder action. 

Many two-stroke engines are much more sensitive in 
operation than similar four-stroke machines, because of 
the great difficulty experienced in exhausting, scavenging, 
and charging in the short time available. This fact has 
prejudiced many against two-stroke operation, but the excel- 
lent and consistent performance of many engines operating 
in this way proves that such difficulties are not insurmount- 
able and that the operation of such engines can be made 
just as certain as that of the other type. 

It should also be observed that in designs in which the 
crank case or some similar part of the engine is used as a 
pump, the elaborate cam shafts and valves of the four- 
stroke engine may be partly or wholly omitted, and this 
same sort of simplicity can be more or less incorporated in 
even larger and more elaborate types. 

As a result of these and other similar considerations, 
practice has been standardized in general along the follow- 
ing lines: 
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(a) Where cheapness, simplicity, and light weight for 
a given power are controlling factors, particularly for small 
powers, two-stroke operation is very extensively used. 
Thus a great many of the smaller farm engines operate in 
this way. Similarly small motor boat engines are very 
commonly built to operate on the two-stroke principle. 
For the same reasons, the smaller engines built for opera- 
tion in the oil and natural gas fields utilize this method. 

(5) On the other hand, where great and rapid variations 
of load are expected and where high thermal eflSciency 
is desireil, four-stroke operation is generally given the 
preference. Thus most automobile engines operate in 
this way, although it must be admitted that at least one 
two-stroke engine has proven itself fully the equal of the 
more elaborate four-stroke engine for this service. Again, 
nearly all large engines use the four-stroke method because 
of the higher thermal efficiency and the greater simplicity 
resulting from the omission of separate pumping cylinders. 
Here again, however, it is worthy of note that some of the 
large two-stroko constructions have shown themselves 
fully the equal of tlieir more popular rivals. 

(c) There is one field in which the two-stroke method 
is preeminently successful. In all liquid fuel engines in 
which the fuel is sprayed into the cyUnder at the end of the 
compression stroke, air only (and not combustible mixture) 
is admitted to the cylinder and compressed therein. Such 
engines may, therefore, operate on the two-stroke principle 
without danger of losing fuel through the exhaust port and, 
if sufficient scavenging air is available, almost complete 
expulsion of the exhaust gases is possible. For small engines 
of this type two-stroke operation is therefore advisable 
because the lack of valves and the increased power for a 
given weight reduce initial cost, while the thermal efficiency 
is not lowered by loss of fuel through the exhaust ports. 
For large engines of this type, two-stroke operation brings 
the added advantage of reducing the size of cylinders 



V. FOUR- AND TWO-STROKE OPERATION 51 

required for a given power. This is a very important 
consideration, particularly in the case of large Diesel engines, 
in which the high gas pressures make the successful con- 
struction and operation of large cylinders a ver>' difficult 
matter. 

36. The Diesel Engine. Having described in detail 
the operation of the four- and two-stroke Otto cycles, it is 
pertinent at this point to show briefly the method of opera- 
tion of the Diesel engine, which is being used so extensively 
in Europe at the present time. 

The real Diesel cycle may be completed in two or four 
strokes, and the mechanical operations within the power 
cylinder are very similar to those of the Otto engine. 

In the four-stroke engine, the cylinder is charged with 
air during the suction stroke, and this is compressed on the 
return stroke into a very small clearance volume, resulting 
in a very high terminal pressure of 500 pounds per square 
inch or more. The corresponding temperature is also very 
high, in fact it reaches such a point that it will ignite liquid 
fuel injected into it in a fine spray. At about the end of 
the compression stroke, a small quantity of finely atomized 
liquid fuel is blown into the clearance space by means of an 
air blast, at a pressure of about 100 to 500 pounds above 
the compression pressure in the cylinder. This high 
pressure air-blast carries the completely atomized particles 
into the highly compressed and heated air in the cylinder, 
where they are immediately vaporized and ignited. Injec- 
tion continues during the first part of the stroke of the 
piston, ceasing at about 10 per cent of stroke at rated load. 
Thus combustion is effected without pressure rise, the fuel 
being admitted and burned at such a rate as to maintain 
almost a constant pressure during the first part of the out- 
stroke. 

In Fig. 16 are shown an ideal and a real Diesel four- 
stroke card superimposed, with the lower loop slightly 
exaggerated. 
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The thermal efficienq^f which for any engine is equal 
Heat converted ilito mechanical energy 

'" Total heat supplied ' '^ ^P^'^^ 

high in the Diesel engine, running to 30 or 32 per cent or 
more, measured at the brake. The Diesel motor has found 
very wide application abroad both in stationary and marine 




Fig. 16. — Diesel Cards. 



practice. Because of the method employed in compress- 
ing the air alone to a high temperature and pressure, it 
lends itself readily to the use of liquid fuels, and it will 
readily handle many of the heavier petroleum oils and a 
number of by-product tars. 



CHAPTER VI. 
METHODS OF COOLING. 

36. Necessity ot Cooling. It will^be shown in a later 
chapter that practically all internal combustion engines 
must be supplied with from 7500 to 14,000 B.t.u. per 
effective, or shaft, horse-power per hour. Of this the 
greater part is actually liberated by combustion in the 
cylinder, but only about 25 to 35 per cent is converted 
into useful work. The remainder, being energy and there- 
fore indestructible, must be dissipated in other ways. It 
is lost in three ways: (a) part passes off in the hot exhaust 
gases expelled from the cylinder; (6) part is lost by friction 
in the mechanism, heating the moving parts and being 
radiated into space; and (c) the rest is carried off by some 
cooling medium. Unless this were done the cylinder and 
connected parts would ultimately attain a very high tem- 
perature and would then radiate heat rapidly enough to main- 
tain a balance between supply and waste unless the engine 
ceased operation because of mechanical difficulties before 
this condition was reached. To prevent this overheating, 
which would preclude satisfactory lubrication and mechani- 
cal operation, all internal combustion engines are artificially 
cooled m some way. 

In the smaller engines, only the cylinder or the cylinder 
and the cylinder head need be cooled, but in the largest 
double-acting tjrpes, it is customary to cool the cylinders, 
cylinder heads, exhaust valves, pistons, and piston rods. 

In general, from 25 to 40 per cent of all the heat supplied 
the engine is dissipated by this artificial cooling. Assuming 
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that the average eng;ine requires about 10,000. B.t.u. per 
effective horse-power hour, and that 30 per cent of this is 
carried away by cooling, we have about 3000 B.t.u. per 
horse-power hour, to dispose of. In a 1000 h.p. engine, 
this would be 3,000,000 B.t.u. per hour, or about 10 per 
cent more than the amount converted into useful power, 
and the equivalent of about 90 boiler horse-power. This 
will give an idea of the enormous waste which occurs in 
this way. 

37. Methods of Cooling. The methods in use for 
cooling internal combustion engines are divisible into two 
general classes which may be called: (1) Air cooling, and 
(2) Liquid cooling. These will be separately considered 
in the succeeding paragraphs. 

Air Cooling is effected, as the name suggests, by a stream 
of air which passes over the surfaces to be cooled. When 
an engine is to be cooled in this way, the cylinder and 
cylinder head are generally cast with webs as shown in 
Fig. 17, or have similar webs shrunk on. The circulation 
of air may be: (1) natural, that is simply due to the rising 
of the heated air which is in contact with the engine and 
its replacement by air from the surroimding atmosphere; 
or (2) it may be forced by the use of a fan or similar blower, 
driven from the engine, as shown in the figure. 

The forced circulation is preferable in all but the very 
smallest units, because it has been found by experience 
that if natural circulation is depended on, the cylinder 
will under some circumstances attain a higher temperature 
than is consistent with good lubrication and satisfactory 
operation. Natural circulation is, therefore, seldom used 
on engines developing more than about two or three horse- 
power and generally only on still smaller sizes. 

Theoretically there is no limit to the size of engine which 
can be satisfactorily cooled by forced circulation of air, as 
it is merely a question of circulating enough air at a high 
enough velocity to remove the necessary amount of heat. 
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Practically, however, there is a commercial limit, set by the 
cost of the pumping mechanism and its operation, beyond 
which it does not pay to go under any given circumstances. 
Thus few stationary engines larger than 5 h.p. are built 
for air-cooling even with forced circulation, and most of 
them are still smaller. 

One very notable example of forced-air circulation is 
that used on the Franklin automobile engine. Each cyl- 
inder of this engine is capable of developing about 6 h,p., 
and the air cooling has proved satisfactory. A very elab- 
orate sheet^netal casii^ is used to direct the mr over the 




Fio. 17. — Air-cooled Ei^ne. 



parts to be cooled, the circulation being maintained by a 
well^esigned, high-speed blower driven from the engine. 

There are several marked advantages of air cooling 
in comparison with water cooling, which is the moat common 
example of liquid cooling. The principal ones are: 

1. No charge for the cooling medium, as air is free 
to all and avEulable in all places. 

2. No dai^er of rupture of the engine cylinder and other 
cooled parts by freezing, as in the case of water cooling if 
the jacket is not drained when the engine stands idle in 
freenng weather. 
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3. No danger of damaging the engine by forgetting 
to turn on the supply of cooling medium when starting the 
engine, a.s air cooling is automatic. 

4. Simplicity, if properly designed. 

5. Low cost, as the castings are simpler and there are 
no piping and other auxiliaries to pay for. 

6. No necessity for cleaning out restricted jacket spaces 
a.s is the case with water cooling when using water carrying 
scale-forming material or mud in solution or suspension. 

7. Light weight. 

To partially balance these advantages are the following 
disadvantages: 

1. The method is applicable only to small sizes. 

2. There is practically no positive control over the 
temperature of the engine, so that it generally runs cooler 
than necessary in cold weather and at too high a temper- 
ature in warm weather or when operated in restricted spaces 
which prevent the inflow of a continuous supply of cold air. 

3. The exhaust is smoky in warm weather, due to the 
cracking and burning of the cylinder lubricating oil in a 
hot cylinder. 

4. Rapid fouling of piston rings, piston, and combustion 
space occurs through the deposit of carbon formed by the 
cracking and partial combustion of the cylinder oil. 

Water Cooling may be called the standard method, 
as it is with few exceptions the method used with the better 
engines, and is the only method available for use in all but 
the smallest sizes. Oil cooling has been used on some 
engines, but has not found extensive application. As with 
air cooling, there are two distinctly different methods of 
water cooling in use, namely: natural circulation^ depend- 
ing on the density changes accompanying ' temperature 
changes, and forced circulation, depending on a natural 
or artificially created head of water. 

Natural Circulation is applied in two different ways: 
one system is known as hopper cooling; the other as tank 
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coolii^. A hopper-coot^ engine is shown in Fig. 18. As 
the water is heated by contact with the hot walls of the 
cylinder it is forced upward and its place ia taken by cooler 
water descending from the hopper as shown. Naturally, 
the isolated body of water contained in the jacket and 
hopper tends to attain higher and higher temperaturea aa 
it is supplied with heat. This tendency is more or less 
balanced by the lowering of temperature by the radiation 
of heat from the ext«rior of the jacket and hopper; by 
conduction to and radiation from the other parts of the 




FiQ. 18. — Hopper-cooled Engine. 



engine; and by vaporization from the exposed surface of 
water in the hopper. 

In any case, a very definite limit to the maximum tem- 
perature attainable is naturally set. The water cannot 
be raised to a temperature higher than boiling temperature 
at atmospheric pressure, so that, as long as the jacket and 
hopper contain water, the temperature is limited to about 
212° F. For small engines and even for engines develop- 
ing 26 h.p., such a temperature is permissible though not 
desirable. 

Hopper cooling has several advantages over other types of 
water cooling; the principal ones are: 
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1. Cheapness in first cost because of simplicity of 
arriuiKrinpnt. 

2. Cheapnesfl in operation because the water is prac- 
tically used up (evaporated) instead of being run thAugh the 
jacket and allowed to run to waste as in most forced water 
drculating systems. 

3. Safety againxt damage by freesing because of the 
free expansion possible in the hopper. 

4. Light weight when used with a portable en^e 
because the amount of water which- must be carried is 

reduced to a minimum 




-Tank-cooled Engine. 



The principal disadvantages are: 

1. Inability to control the temperature of the engine, 
as it runs cool when carrying a light load and runs hot 
when carrying a heavy load. 

2. Danger of damage to the engine through ftulure 
to replace the water which has evaporated from the hopper. 

Tank Cooling is shown in Fig. 19, in which the natural 
circulation is shown by arrows. This method is older than 
hopper cooling and is now being largely replaced by the 
latter, particularly for portable work. It is possible to 
mamtain a more even temperature by using a lai^e tank 
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to fadlitate cooling and large diameter of pipes to facilitate 
circulation; but with tanks and pipes aa ordinarily supplied, 
the. method has little advant^e over the simpler hopper. 
A method of tank cooling with forced circulation is shown 
in Fig. 20, where the water flows over a conical screen before 
entering the tank. 

Forced Water Circulaiion ia used on all* large engines 
and on many of the smaller sizes when intended for sta- 
tionary work. An example illustrating its application to 
an ordinary type of horizontal engine is shown in Fig. 21. 




Fig. 20.— Cooling Tower, with Screen for CooliDg Water. 

When this method of cooling is used, it is customary 
to control the flow of water so as to maintain any desired 
temperature. Thus with small and medium-sized engines, 
the discharged water is generally maintamed at a temper- 
ature of about 160= F., while on larger engines, temperatures 
between 125» and 140- are more common. With large, 
double-acting engines, the cylinder, ^y"^f*^' 'l'^^' '"''^"^t 
I jTlT ■ ' ^ ^ -^ rt.pnera ly each on a sena- 

valve and the p.Bton systems are f "" ,; „„<! discharKel 
rate hn^that is have independent JPP J ,emperatu«t, 
and it IS customary to determine t"" "^ 'or 

each system by actual operating results. 
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The piping system for forced circulation should have a 
shut-off valve on the pressure side of the engine, a throttle 
valve on the discharge side for controlling the flow, and a 
drain valve at the lowest point of the system for draining 
when the engine is standing idle in freezing weather. This 
is illustrated in Fig. 21. It is very important to note that 
the discharge pipe must connect to the highest point of the 
jacket space in order that any air liberated as the water 
is heated may pass out of the system and not remain caught 
in a pocket, thus eventually causing local overheating.: 



— *! Waier Out» 




Fig. 21. — Forced Water Circulations, Showing External Piping System, 



All water-jacketed engines should be so arranged that 
the jacket space can easily be cleaned out. This is necessary 
because mud and various salts are deposited in this space 
just as they are in a steam boiler, and, with bad water, 
it does not take long to seriously decrease the effectiveness 
of the jacket. It is not at all uncommon to find engines 
in which the jacket space is almost entirely filled with 
scale and mud, and many failures have been due to this 
cause. Cleaning is generally provided for by means of 
hand holes which are closed with cover plates during 
operation. 
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38. Reclamation of Cooling Water. It is not generally 
:ealized that the amount of cooling water required by a 
gas plant is a relatively large quantity. To obtain an 
idea of the amount required, consider a 1000 h.p. engine 
receiving water at a temperature of 60° F. and discharging 
it at 130° F. Every pound of water circulated will then 
absorb about 70 B.t.u. The engine will probably require 
about 10,000 B.t.u. per horse-power hour, and at least 
25 per cent of this will have to be carried away by the jacket. 
The jacket must then remove about 2500 B.t.u. per brake 
horse-power hour which will require about 2500-5-70 = 
about 35+ pounds of water per brake horse-power hour. 
When it is remembered that an ordinary steam plant of 
this size running non-condensing can deliver a brake horse- 
power hour on less than this amount of steam the importance 
of the cooling water consumption becomes apparent*. For 
the purpose of having an ample supply to meet contingencies 
it is common practice to assume that a gas engine will require 
from 4.5 to 9 gallons of water per brake horse-power hour, 
depending on the type, fuel used, etc. This corresponds 
to from 37.6 lbs. to 75.2 lbs. per brake horse-power hour. 

It sometimes happens that cooling water is available at 
a negligibly small cost, but this is seldom the case. In 
general it must be pumped or purchased, and in either 
event its cost must be charged against the power generated. 
To keep down the cost to the lowest possible figure, it is 
customary in many large plants to cool the water coming 
from the jackets so that it can be used over and over again. 
This cooling is generally effected by a combination of radia- 
tion and evaporation. 

In the simplest plan for cooling the water so that it 
may be used again, the water is run through exposed pipes 
to an open pond or tank. Some cooling occur, by radia- 
tion from the pipes and the rest is due to radmtton and 

evaporation from the exposed ^^tfto vSy laTgt 1?^^ 
This simple method is not applicable to very large station 
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as the expooed surface would have to be prohibitively 
extensive in order to cool the required quantity of water. 

For larger installations, some method of exposing a 
greater surface without using too much ground area must 
be de\Tsed. There are practically two methods in use. 
In one, the water is sprayed over a pond from a great num- 
lx*r of small nozzles. Part of it evaporates, cooling the 
remainder, which falls and coUects in the pond. The latter 
serves principally * as a storage reservoir. In the other 
method, some form of cooling tower such as is used for 
cooUng condensing water in steam plants is utilized. 

In some small portable plants a modified and diminutive 
form of cooling tower is used. One variety is shown in Fig. 
20. This arrangement gives all the advantages of tank 
cooling and has the further advantages that the cooling 
can l)e made more effective and that a smaller weight of 
water need be carried li^ith the plant. 

All these methods result in a constant loss of water by 
evaporation and by windage. This amount will vary 
between about 2 and 10 per cent, depending upon the 
highest temperature attained by the water, the condition 
of the atmosphere, the strength of the wind, etc. Even in 
the worst cases, however, it is far cheaper to do the necessary 
pumping and to pay interest and depreciation charges on 
pumping and cooling equipment when the price of water 
is at all high, as it is in many cities. 

There is another incidental advantage attained by cool- 
ing and recirculating the jacket water. It has already been 
shown that the deposition of mud and scale in jackets is an 
important consideration. When a given supply of water 
is continuously circulated through the system the deposit 
of mud and similar material is reduced to a minimum, as 
only that brought in by the make-up water (from 2 to 10 
per cent of the whole) is available for deposition. 



CHAPTER VII. 
GOVERNING AND GOVERNORS. 

39. Explanation of Governing. When an engine is in 
normal operation there is a balance between the power it is 
generating and the power which is being used. If an engine 
were to develop more power within its cylinders than is 
required to overcome its own friction and similar losses 
and to do the work called for at its shaft, it would have to 
speed up to absorb the excess power. The only limit to 
this would be final rupture under the great stresses induced. 
Similarly, if it were to develop less power than required, 
its speed would decrease until it ultimately came to rest. 
Maintaining a proper balance between power generation 
and power demand is called governing. 

The function of governing may be further complicated 
by the addition of other requirements as well as the main- 
tenance of a balance between the power generated and the 
power demanded. Thus it may be necessary to be able to 
operate at various speeds while maintaining the above 
balance, as with automobile and motor-boat engines. In 
every case, however, the problem of governing, in the last 
analysis, is the maintaining of this balance between supply 
and demand. In most stationary engines it is desirable 
to maintain an approximately constant speed of rotation 
no matter what the power demand. Thus if the engine 
drives the Une shafting of a mill or shop, it is generally 
desirable to have that shafting run at about the same 
speed no matter how much power is being taken from it; 
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or, if the engine drives an electric generator, the speed 
of rotation must generally be approximately the same at 
all loads. 

This demand for practically constant speed is so com- 
mon that most people are apt to think of the governing 
problem as that of maintaining a constant speed. To 
show the fallacy of this, it may be well to cite a few examples 
in which this is not the case. 

Assume a gas engine driving a water-works pump; 
the quantity of water piunped varies practically as the 
spe(Hl at which the pump is operated. In most water 
works, the demand for water is very variable, and therefore 
th(» pump must be operated at different speeds to meet 
this variable demand. At each speed, the governor has to 
n^gulate the power output of the engine to the power 
demand of the pump; the variable speed is merely an 
added requirement. 

The case of an air compressor is similar. Many air 
compressors vary their speed to suit the demand for air, 
and the engine must, of course, do likewise. The automobile 
engine and the motor boat engine have already been cited 
as examples of variable speed requirements. 

This balance between supply and demand may be 
viaintaitied manually, as in the automobile and marine 
engine; or it may be maintained automatically by appropriate 
mechanism, as in the ordinary power engine; or it may be 
maintained by a combination of these two methods, as is 
often the case with pumping engines in which the mechanism 
is set by hand for a certain speed and then maintains the 
required power balance to preserve this speed until 
again adjusted by hand for another set of conditions. 

40. Methods Available. The power made available in 
an engine cylinder is dependent directly upon: (1) The 
net work supplied to the piston by the working substance 
per cycle, and (2) the number of cycles performed per unit of 
time. To vary the power made available, we may then 
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vary the net work supplied the piston per cycle, or we may 
vary the number of cycles per unit of time, or we may do 
both in conjunction. The commercial methods of govern- 
ing are all based upon such changes. 

41. Hit and Miss Governing. One of the conmionest 
methods of governing is called Hit and Miss governing. 
This method operates on the second possibility enumerated 
above; that is, it varies the number of cycles per unit of 
time. It is generally used only on engines which are expected 
to operate at about constant speed, and it preserves the 
required power balance by decreasing the number of work- 
ing cycles per unit of time whenever the engine tends to speed 
up because of excess power made available. 

The name, hit and miss, is derived from the type of 
mechanism used to effect this kind of governing. This 
mechanism is so constructed that while the speed of the 
engine does not exceed the normal value (i.e., while the 
power being made available does not exceed the demand) 
some part of the mechanism ** hits " another part neces- 
sary to produce a working cycle; when the speed exceeds 
normal, that is, when the engine is making available more 
power than is demanded, some part of the mechanism 
" misses " another part and prevents the occurrence of a 
working cycle. 

There are, in general, a number of possible methods of 
preventing the production of a working cycle, i.e., causing 
a " miss." Very few are, however, in actual use. The 
most common method is to hold the inlet valve closed and 
the exhaust valve open when a ** miss " is desired. The 
engine then merely pumps the burned gases from the 
exhaust pipe into its cylinder and back into the pipe again 
until normal operation is resumed by allowing the valves 
to function properly. 

The control of the valves is generally effected either by a 
pendulum governor or by a centrifugal governor. Examples 
of pendulum governors are shown in Fig. 22 (a), (6) and (c). 
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Examples of fljbtU govemon as applied to throttling gov- 
erning, which will be explained in a later paragraph, are 
shown in Fig. 23, (a) and(b). 

The hit and miss method of governing has two marked 
advantages; they are: 

1. It is a comparatively simple and cheap method, and 

2. It gives a high thermal efficiency at fractional loads. 
The latter point is worthy of note both because of its 

practical bearing and because it corresponds with theoretical 
deductions. Theoretically an internal combustion engine 








(b) 



(c) 



Fi(i. 22. — Simple Forms of Pendulum Governors. 

operating on the Otto cycle gives its highest efficiency when 
producing approximately its maximum power cycle. 

It is obvious that with hit-and-miss governing the engine 
either produces its maximum cycle or no cycle at all, and 
hence all heat used is, in theory at least, converted vdth 
maximmn efficiency. In practice, the cooling of the cylinder 
during missed cycles, and the disturbance of the fuel, air 
and burned gas ratios cause a falling oflf in efficiency at 
fractional loads. 

To counterbalance the advantages enumerated above, 
this method of governing is open to the objection that 
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it 18 difficuU to maintain at even a speed as with other methods 
unless an excessively heavy flywheel is used. This ia due 
to the fact that when in operation the engine gives erratically 
distributed impulses of comparatively great magnitude 
instead of an evenly distributed set of impulses each grad- 
uated to suit the instantaneous requirement. Even with 
the other methods of governing, the flywheel must be made 
very heavy when close speed regulation is desired, so that 




Throttle ViUve, 



FiQ. 23.— Flyball Governors. 



hit Mid miss governing b generally used only when very 
close regulation is not required. 

^. Methods Involving Variation of Cycle. With the 
number of cycles per -unit of time remaining constant, 
the power made available may be varied by changing the 
amount of work done on the piston per cycle; i.e., by chai^ng 
the work value of a cycle. This can be done in three dis- 
tinctly different ways; they are: 

(1) Changing the relative proportions of gas and air 
(i.e., the quality of the mbcture). This is known as 
quali^ governing. 

(2) Chai^ng the weight of constant quahty mixture 
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drawn into the cylinder per cycle. This is known as quan- 
tity governing. 

(3) Changing the time of ignition. 

(loveming by changing the time of ignition is not desir- 
able because there is a certain best time of ignition for 
each engine operating under a given set of conditions. 
When governing is effected by changing the time, it simply 
amounts to improper ignition, thus causing a loss of power 
and efficiency. This method is, therefore, not to be rec- 
ommended where economy and good operation are desired. 
It is often used as a temporary means of control in the case 
of automobile and small marine engines, and such use is 
justifiable on the grounds of convenience even though it 
is not efficient. 

Schemes involving quality and quantity changes are 
l)oth extensively used commercially and are the standard 
methods of governing all but the smaller and cheaper 
engines. They are often called " precision '^ forms of gov- 
erning in comparison with the less precise hit-and-miss 
method. 

43. Quality Governing. Since the internal combustion 
engine is a heat engine, the quantity pf work which it 
makes available in a given time must, in a general way, 
be proportional to the heat energy supplied it; that is, to 
the quantity of fuel supplied in that time. 

It follows from the above that, if the energy made avail- 
able is to be decreased, it is only necessary to decrease the 
quantity of fuel burned per cycle; while an increase in the 
amount of fuel in the mixture will cause an increase in the 
energy made available provided sufficient air is present to 
burn it all. A series of indicator diagrams showing the 
variation in size accompanying a variation in the fuel 
supply is given in Fig. 24. The area of each cycle is, of 
course, proportional to the work done upon the piston 
during that cycle, and hence is a measure of the energy made 
available. The largest diagram corresponds to the rated 
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load, with very nearly the maximum proportion of fuel 
in the mixture. The smaller diagrams correspond to smaller 
loads and smaller proportions of fuel, or, as it is commonly 
expressed, " leaner " mixtures. 

It will be observed that the compression pressure remains 
the same for all cycles, indicating that a full charge is drawn 
in at all loads. Any diminution in the fuel charge is bal- 
anced by a corresponding increase in the air charge. The- 
oretically, this is advantageous, as the efficiency of the 
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Fig. 24.— Indicator Diagrams for Quality Governing. 

Otto cycle depends on the terminal compression pressure 
if the initial pressure remains constant. 

From the theoretical view point this method of govern- 
ing should, therefore, give a constant efficiency tor all 
loads. Practically, thL^ is not the case because as the 
1 j> - »" """ „Tirl more slowly, as IS 

mixture becomes leaner it bums more an« . ,„x;-„ ^-^^ . 

indicated by the gradual tipping of the «°"?^" ^Xt'^^I^ 
Fig 24. This results in gi^ater loss ^J\\rexWw'; 
at fractional loads, and ultimately. ^^ ^^^^ ^i 

incompletely burned charges at ^^"J^ the load decreas.^^ 
efficiency, therefore, actually decreases t^ ^^es. 
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This ran Im* partly counterbalanced in two ways, neither 
of which has met ^4th extended practical success. As the 
mixture l)ecomes slower burning, the tinie at which ignition 
tKcurs can be advanced (made earlier) with reference to the 
nvt of the cycle. This is often done by hand when an 
enfone has to run for long periods of time at reduced loads, 
but has not yet l)een generally adapted to governor control so 
that the time of ignition can be made to follow a variable 
load. The other method is to draw in air only during the 
firM part of the s^iction stroke on fractional loads, and to 
follow this ^ith mixture of the best proportions in sufficient 
(|uantity to give the power required at the instant. Dur- 
ing the last part of the suction stroke and all of the com- 
pn»ssion stroke, this mixture will have an opportunity to 
mix with the air drawn in first, but this action is far from 
IKTfect and a comparatively rich charge will remain next 
to th(» cylinder head and around the igniters. The result 
is that, although the proportions of air and fuel are such 
as to giv(» the lean mixture required for the load, most of 
the hw\ exists in a fairly rich mixture which will burn rapidly. 
The use of this method has been attempted in several 
(liflfercnt ways, but has always seemed to lead to greater 
complications than were warranted by the results attained. 

The advantages and disadvantages of quality regulation 
will be considered in connection with the method next 
described. 

44. Quantity Regulation. When carrying full load an 
internal combustion engine draws into its cylinder enough 
air to practically completely burn the fuel charge. It 
was seen that in quality regulation this quantity is increased 
when the amount of fuel is decreased to obtain fractional 
loads; hence with that method there is more than enough 
air present at all but the maximum load and a slower burn- 
ing mixture results. 

In quantity regulation this is obviated by decreasing 
the air supply with the fuel supply so that the mixture has 
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practically the same proportions or quality for all loads, 
but varies in quantity to suit the demand. 

This variation is generally effected by throttling the enter- 
ing charge of mixture, and engines operated in this way 
are often called throttling engines. There is, however, 
another method of varying the quantity which is known 
as the cut-off method of governing. The mixture is dr^wn 
in during the first part of the suction stroke as though full 
load were to be carried, but when enough has entered to 
supply the existing demand, the charge is cut off. That 
already in the cylinder simply expands behind the piston 




(o) "Cut-off." 



{^, "TM^tcfiftOc 



Fig. 25.— Indicator Diagrams for Qaastiijr 



during the remainder of the suction 
compressed as in normal oi>eration. 

Of the two methods, the strai^t 
preferred, as it leads to simple 

Diagrams for each type of quantity 
in Fig. 25 (a), (6). The former shown % 
off governing, the latter with strai^J* 

Theoretically, the efficiency of 
quantity method should decrease i 
because of the decreasing compressioii 
cause slower burning of the c 
efficiency falls for this reason and 









4 
( 



72 GAS POWER 

increasing negative work of the lower loop of the diagram, 
which grows larger as the throttling increases. 

46. Advantages and Disadvantages of Precision Govern- 
ing. Both quantity and quality methods give regularly 
distributed impulses so that practically the same weight 
of flywheel can be used for both, although there is the- 
oretically a slight advantage in favor of quantity governing. 

Quality governing is almost ideal for the higher loads, 
but with low loads the lean mixtures required are apt to 
l)e slow burning and always give more or less erratic ignition 
phenomena. 

On the other hand, quantity governing is best at light 
loads l)ecause the mixture of most rapid-burning proportions 
may be used and, if the compression has not been too 
greatly reduced, there will be no diflSculty in effecting 
ignition. 

46. Mixed Methods. Many builders have attempted, 
more or less successfully, to combine two or three methods 
of governing so as to attain the maximum number of advan- 
tages with the fewest undesirable features. Most of these 
combinations have been of questionable merit because of 
the added complications involved, but some of the more 
recent have proved highly successful. ' 

One practical example of this mixed method is that 
used by the Buckeye Engine Company (see p. 146), which 
is so arranged that the governing is practically effected 
by quality changes for the higher loads, while for the lower 
loads the quality is maintained approximately constant and 
the quantity changed. In this way, no slow-burning 
mixtures are obtained, and the compression pressure does 
not vary greatly during the entire range. This company 
has also devised a successful method of shifting the time of 
ignition by means of the governor so that the charge is 
ignited at the time best suited to its characteristics. 



CHAPTER VIII 

IGNITION 8YSTP:MS 

47. Historical. Some of the first gas engines built 
were equipped Avith electric ignition, hut this rapidly gave 
way to what was known as the open-flame ignition^ which 
was used in one form or another on all the (»arlv Otto 
engines. 

This method depended on the maintaining of an opc»n 
flame in an auxiliary chamber so arrange<l that it could 
be opened into the engine cylinder at the end of compr(\ssion, 
thus igniting the charge. The violent pressun* changes 
generally extinguished the open flame, but this wjts sub- 
sequently relighted by means of an auxiliary jet which 
burned continuously. The metho<l was costly, as it often 
consumed as much as 10 per cent of all the fuel use<l by tin- 
engine and was unsatisfactory because of its uncertainty, 
the flames frequently being extingimhed by drafts and 
other unavoidable occurrences. 

The open-flame method was followed by the hot tubf. 
and later, by the earlier forms of electric ignitfTs. A- all 
of these are still in use in modified form Wney will b(- >^-j>u- 
rately considered in the following paragraph.-. 

48. Hot-tube Ignition. With this method, ijriiition 
is caused by bringing the compressed charge into r-ontact 
with a heated tube. One form of the apparatus i- -no 
in Fig. 26, and will serve to illustrate the de«f:riptioii 
tube a, which is made either of poreriain or or" a 
alloy, communicates at one end with the oonibu-r ion 



74 GAS POWER 

Imt IIS shown. It is hratnl m-ar its closed eod by means 
<>r tlic Hniiscn burner b. 

After ail ('xtiau«t strokr has Ixwo completed, the clearance 
siKDi-, iif whieh tlie tulw forms a part, is always filled with 
biiriifil i!:isi-s. During the suction stroke of the piston, the 
Kascs iu Ihi- tube n-main praetioally staffnant and do not 
mix In :tny appn't-iable extent with the fresh chai^ being 




Jl.it TuIm- Ip>ili( 



ndmitted. During tlic fullowinK c«ni])ri'ssion stroke, some 
of the fresh charge is compressed into the tube, partly com- 
pressing the liurned ga^s ahead of it and partly mixing 
with them. Ultimately, an ignitable mixture will arrive 
at a point in the tube which is at a high enough tem- 
perature to fire it. When this occurs, the flame strikes 
back along the tube and ignites the compressed charge in 
the clearance. 

By properly regulating the location of the hot zone on 
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the tube and its temperature, the ignition can be made to 
occur at any desired point near the end of the compression 
stroke. Such timing is effected by sliding the burner and 
chimney in or out on the post c, to set the location of the 
hot zone, and by regulating the burner to fix the tem- 
perature. Ilie hot zone is nearly always maintained at 
about a dull red. , 

Hot-tube ignition possesses the advantages of being I 
very simple and very certain, but it is open to the two fol- 1 
lowing serious objections: It entails the use of 5 per cent 
or more of all the heat suppUed a tauall engine, and timing 
can never be very exact because of varying degrees of churn- 
ing of the gases, varying temperatures, and varying propor- 
tions or quality of mixture. Several attempts have been 
made to obtain exact timing by the use of some sort of 
valve which would close the tube off from the combustion 
space until ignition was desired, but these constructions have 
generally been abandoned because of the mechanical dif- 
ficulties encountered. 

Hot-tube ignition is now seldom used, as such, in this 
country, having been superseded by the more exact, and 
almost equally reliable, electrical methods. It is, how- 
ever, occasionally found on engines used where fuel is 
plentiful, as in the natural-gas fields, because of its low 
first and maintenance costs and because of its great sim- 
j)!icity. 

A modified type of hot-tube ignition which in its various 
forms may be called hot-head, hot-bulb, or hot-disk igni- 
tion, is used to a considerable extent mth oil engines and 
will be described in connection with such apparatus in 
Chapter XIII. 

49. Electric Ignition. There are a great number of 
kinds or systems of electric ignition but the scope of this 
hook does not permit of more than a very cursory examina- 
tion of the field. For this purpose we shall first divide the 
numerous systems into two classes which may be called 
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lotv4ensian and high4en8ion methods. Typical simple 
examples of each class are given in the following para- 
graphs. 

(a) Low-tension Ignition. 

In all low-tension ignition systems, a low-voltage source 
of electrical energy is used. This source may be anything 
from the simplest of dry batteries to the most complicated 
small electric generator or dynamo or the most expensive 
form of low-voltage magneto. The tension which must be 
jivailable in the average case is about five to six volts, and 
tho resistance of the circuit is such that from one to two 



j^ ayr 



Blade 



— v^M^- 

Wire 
^^^^^^'''^ Shaiona,y 

•iMtekaloMtMt fVWflFlffH PN 5% IQeotaodd 



Electric '^^^'^^h%/ 










Udvalile i^roaaded. 
electrode 



Switch 

BUtioDftr; electrode Imalated tttm ^ ^ ^ 

metal of eocine "'=^ Battery 

^-f 

Fig. 27. — Low-tension Ignition System. 

amperes, or in extreme cases as high as five amperes, flow 
when the circuit is closed. 

In Fig. 27 are shown the essential parts of a low-tension 
system of the simplest type. With the switch closed, 
current will flow through the circuit whenever the '^ elec- 
trodes ^^ which are enclosed in the combustion space of the 
engine are brought into contact. When such a condition 
exists, the sudden breaking of contact between the electrodes 
will cause a spark to pass between them, and if this occurs 
near the end of the compression stroke when the electrodes 
are surrounded by highly compressed combustible mixture, 
ignition will be effected. 
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The passing of the spark is due to the action of the coil 
"which is variously known as a " reactance," an "intensify- 
ing/' or a " kick " coil. This consists essentially of a num- 
ber of turns of insulated wire around a soft iron core. On 
account of the inductive action of such a coil a momentary 
increase of voltage is caused when the circuit is broken by 
the motion of the moving electrode. 

Systems of this type are often designated as " make- 
andrhreak " ignition systems, because of the action of the 
electrodes. 

It will be observed that the apparatus of the make-and 
break system is electrically very simple. Mechanically it 
is more or less complicated, in the real case, by the appara- 
tus necessary to give proper motion to the electrode and by 
the devices which must be used in order to prevent leakage 
of the compressed mixture around the movable electrode 
where it enters the cyUnder. For high engine speed, 
extremely refined design is required in order that inertia 
effects may not prevent the satisfactory operation of the 
moving electrode. 

In Fig. 28 is shown a typical igniter of the make-and- 
break type, together with the method of operating it. The 
contact is made between the points on the electrodes when 
the flipper F moving to the left (in the figure; engagers the 
hammer trigger, overtravel being pemutted by the spring 
S, which fastens the hammer tiioper to the movable elec- 
trode. When the flipper F has tnvded so far to the left 
that it disengages the hammer ti^apBr, the spring «S" rotates 
the movable electrode, thus suddflify breaking the fircuit 
at the contact points within the ryliiliii. 

Timing is effected by sliding flu dt B along the rcxl 
R and fastening it at an appwip Htmtion by means of 

the screw shown. 

Igniters in which the electw nnj br^ak coni 

in the way shown in these fii n called 

" make-and-break " igniter* |^ VWm 
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a varioty described in the next paragraph. There is, how- 
ever, Hoinp uncertainty in the use of this term, as it b used 
by many to tiettignate a type similar to that just described, 
but operating in »ueh a way that the electrodes are separated 
by the hnmnirr action of a spring-actuated piece striking a 
trigger on the movable electrode. 




r^^rv 
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(b) Method of Op«ratioD on E 



Fig. 28. — Hammer Type — " Make-and-Break " Igniter. 

There is another type of make-and-break igniter plug 
known as a wipe-spark plug, one example of which is shown 
in Fig. 29, This is the type used by the Foos Gas Engine 
Company, and is favored by this company on the ground 
that the rubbing of one electrode over the other keeps 
both clean and free from carbon, oil and other deposits, 
which with the type already described may cause imperfect 
action. 

There are also a number of magnetically (or electrically) 
operated make-and-break plugs designed to make the 
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Hug a self-rontained mechanism, wliicli nopd only be 
kred to the source of the current and a timing dovicf. 
Thus elitninating push rods, cams, and other light, Init 
numerous mechanical parts. This t>-pe of igniter is 
generally constructed in such a way that the electric 
circuit enei^es an eleetro-uiagnet which causes the uHitioii 
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of the electrode and also serves a-s a kick or reactance coil. 
One example of such a plug as made by the Bosch Magneto 
Company, for operation in connection with certam of their ^ 
Tiiagnetos, is shown in Fig. 30. . 

The threw! on the nut A screws into the engine cyhnder^ 
bringing the movable electrode i 
electrode E' within the clearance space. 
are forced into contact by the spring '^r "^ 



and the stationarj 
The two electrode* 
which presses on thi 



80 



GAS POWEK 



niovnldo i-IoctRMle just Ik-Iow the knife-edge pivot in the 
\iU'^^^' K. The movable electrode E is dran-n out of contact 
liy iiiiiKnctic- action, which draws its upper end toward the 
rieht. Tliis occurs at the instant at which a spark is de- 
sirwl, ami Ih'cuusc of the current flowing in the coil C en- 
cl<(*c<i within the head B of the plug. 




-Hiisi'Ii MiiEnrto -"' Make and Break " Plug. 



Hinii-TFXsioN Ignitiox. 

It will have been oliscrvcd that the apparatus used with 
low-tenKJon ignition is designed to first close and then open 
an electric circuit, the spark passing when the circuit is 
liroken iin<l at the point (within the cylinder) at which 
it is IjFokeu. In the high-tension system, on the other hand, 
the apparatus is arranged to build up so high an electrical 
potential that a spark may be made to jump across a 
permanent gap in the electric circuit. This gap is located 
within the combustion space of the engine and the spark 
therefore serves to ignite the eomp'«BaH "^ni^. 
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The simplest possible arrangement of such a system is 
shown in Fig. 31. There are two distinct electric circuits, 
a low-iension circuity shown by heavy lines, and a highAenr' 
sion circuity shown by light lines. 

The essential parts of this system as shown in the figure 
are a contactor or timer T, a source of current such as a 
battery B, a transformer coil C, and a spark plug, S. The 
coil is wound with a number of turns of comparatively 
heavy wire which form part of the primary circuit and with 
a greater number of turns of finer wire which form part of 
the secondary circuit. It is essentially a transformer, 




■* Secondary Circuit 



Fig. 31. — High-tension Ignition Circuit. 

producing high voltages in the secondary winding when low 
voltages are impressed on the primary. 

In operation, the contactor or timer T closes the primary 
circuit when it rotates into the position shown and then 
suddenly breaks this circuit when the cam rotates out 
from imder the spring-pressed trigger. This sudden break- 
ing of the circuit induces a voltage in the secondary which 
is suflBiciently high to cause a spark to jump across the gap 
in the spark plug within the cylinder, thus causing ignition. 
It should be noted that the timer shown is merely a diagram- 
matic representation of the real mechanism and is not 
intended to represent an operative device. 

This system, while correct as far as it goes, is hardly 
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conimcrdal and must be considerably modified in practice. 
There arc ao many modifications now in use that it is not 
possible in a book of this scope to give even a brief account 
of the more common; it aeems advisable, therefore, to 
de»x>ril>e one in some detail, so as to indicate the various 
pmotical modifications and the types of connections. 

The principal modification is the addition of a so-called 
" tremlAtT " to interrupt the primary circuit for the purpose 
of obtaining quicker operation and hence a more perfect 
spark. This trembler is merely a spring contact, which 
is normally in position to close the primary circuit, but b 




FKi. 32.— High-tpneion Ignition System with Trembler Coil. 



<lra\vn out of that position by the magnetic action of the 
core of the transformer coil as soon as the latter becomes 
magnetized bj' the primary current. A system containing 
such a device is shown in Fig. 32. In operation the primary 
current flows through the stationary block W, the screw 
U, the trembler X, the primary winding on the coil, 
and back to the battery whenever the timer T makes con- 
tact by rotating into the position shown, The flow of cur- 
rent, however, magnetizes the soft iron core of the coil C, 
and this pulls the spring X toward the coil, breaking the 
primary circuit and causing a spark to jump the gap in the 
secondary circuit as before. By proper des^, the trembler 
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can be made* to operate very rapidly, thus giving a very 
. rapid break and a very perfect and well-timed spark even 
at high engine speeds. The work of the timer is propor- 
tionately simplified, as it now performs only the fmiction 
of closing the circuit in order that the spark may be caused 
to pass at the desired time and of opening the circuit later 
when further sparks would be useless. It should be noted 
that a series of sparks may be made to jump the gap in the 
cylinder if the trembler X operates rapidly and the timer T 
maintains contact for an appreciable length of time. 

The condenser shown as connected across the blocks 
V and W consists of alternate sheets of metal foil and insulat- 
ing material. The diagrammatic representation shows 
only the sheets of metal foil, and it will be observed that 
alternate sheets are connected together. The condenser 
serves to absorb electrical surges in the primary circuit 
which result from the rapid breaking at the trembler. If 
it were not present, the contact points on the trembler 
X and the screw V would rapidly deteriorate or even pos- 
sibly fuse together because of the formation of an arc during 
the break. 

The essential parts of a high-tension spark plug are 
shown in Fig. 33. The central post, terminal, or electrode 
is insulated, as shown, from the metal part of the plug. 
This metal carries the other electrode and makes contact 
with the metal of the engine, which thus serves as part of 
the high-tension circuit. 

There are a great number of high-tension systems in 
which the parts shown in Fig. 31 do not seem to be present, 
the system apparently comprising a magneto which serves 
as a generator of current, the spark plugs and the connecting 
cables. In such cases, the transformer coil is incorporated 
in the armature of the magneto, and the various condensers 
and current-making and breaking devices are similarly built 
into its structure. Such magnetos must be positively 
driven from the engine by a gear or chain, and the same state- 
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mont IK true with r^pird to the timer when a separate device 
in u»ed for this purpoHo. Id this way only, can the sparks 
Ik- made to pa«s at the proper time in the cylinder or cylin- 
dem of the engine. 




-HiKh-t(>n8ion SpaJ*)! Plufce, 



Adjustment of the timing, that is, advancing or retard- 
ing the spark with respect to the crank and piston positions, 
is effected by swinging isome part of the timing device about 
the part which is thus positively driven. If the part is 
swung ahead in the direction of the rotation of the latter, 
the spark is retarded, and vice versa. 



CHAPTER IX 
CARBURETING AND CARBURETERS 

50. The liquid-fuel Problem. When an internal com- 
bustion engine is supplied with gaseous fuel such as natural 
gas or producer gas, the problem of mixing that gas with 
the necessary air and of introducing the mixture into the 
cylinders is comparatively simple. The problem presented 
when the fuel is initially in liquid form is, however, more 
complicated. Liquid fuel will not bum in the liquid form; 
it must first be vaporized. The problem which must be 
solved in handling liquid fuels is therefore twofold: (a) 
the liquid must be vaporized, and (b) this vapor must be 
mixed with the necessary air to form the combustible mixture. 

With very volatile fuels, such as gasoline, little dif- 
ficulty is experienced in thus forming a combustible mixture, 
but kerosene and heavier Hquid fuels are not as easily 
handled, in fact there are comparatively few methods of 
operation which give satisfactory results with fuels heavier 
than kerosene. The methods used with the more volatile 
liquids will be considered in this chapter and several engines 
capable of handling the heavier fuels will be described later. 

51- Types of Gasoline Carbureters. The prmcipal 
highly volatile fuel used in this country is gasolme and the 
apparatus adapted to its use will first be considered. With 
this material, a perfectly satisfactory mixture of air and 
vapor can be made very quickly and at ordinary temper, 
atures by simply injecting the liquid into ^^^^^^^ ^^^ ^^^ way 
to the engine. Devices arranged to thus ^^J^^^^ itxto 

the air may be classified under the broad head ot jet ^^^ 

B5 
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bureters. They are almost the only kind at present in 
use in this country, although very satisfactory carbureting 
devices of other kinds have l)een made and used. Thus a 
vessc»l in which the air on its way to the engine is made to 
buhhk* through the Hquid may be made to give satisfac- 
tory results. It is calletl a bubbling carbureter. Or a 
vt»ss(»l in which the air is drawn over wicks wet with gasoline 
might l>e, and has been, used. Such devices are called 
wick carbureters. There is also a kind of mixing device 
known as a puddle carbureter. As several of this type are 
in use in this country an example will be given after con- 
sidering jet carbureters. 

62. Jet carbureters, (a) Several of the simplest forms 
of jet-mixing or carbureting devices for use on stationary 
engines are shown in Fig. 34 (a), (6) and (c). The gasoline 
is pumped into the reservoir from a storage tank at a more 
rapid rate than it is us(»d, so that it continuously overflows 
and thus maintains a constant level in the reservoir. The 
overflow is set so that this level is just below the tip of the 
gasoline nozzle. This nozzle enters the air pipe leading 
to the inlet valve of the engine as in (6), or is centered in 
that pipe as in (a) and (c). The diameter of the pipe is 
often reduced at this point as shown in (c). During the 
suction stroke of the engine, the pressure within the air 
j)il)e is reduced below that of the atmosphere, and the air 
rushing past the nozzle creates an additional slight pressure 
drop immediately opposite the end of the latter. As a 
result of this double reduction of pressure opposite the end 
of the nozzle, a small jet of gasoline is discharged into the 
air current by atmospheric pressure on the liquid surface 
in the reservoir. The quantity thus discharged can be 
regulated for any velocity of air by means of the needle 
valve shown. When hit-and-miss governing is used, it is 
obvious that no fuel need be drawn out of the nozzle and 
hence wasted during missed cycles. When throttUng 
governing is used, the throttle valve may be placed on the 
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engine side of the carbureter, thus controlling the quantity 
and velocity of air flowing through the latter and indirectly 
controlling the amount of gasoline discharged into that air. 
The construction of the air pipe as shown in (c) is called 
a throat or Venturi tube and is used to increa.se the velocity 
immediately around and above the nozzle, thus decreasing 
the pressure and making a greater head available for caus- 
ing flow. 
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Fig. 34. — Simple Forms of Jet Carbureters. 



Another simple form of jet carbureter known as a car- 
bureting valve is shown in Fig. 35. The light disk or poppet 
valve with its seat is inserted in the air pipe and closes off 
the air and gasoline supply as shown. During the suction 
stroke, this valve is raised by atmospheric pressure, thus 
uncovering the gasoline inlet, and a jet of the liquid then 
shoots into the column of air passing through the valve. 
The gasoline may be suppHed from a constant-head reservoir 
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with the level fllightly below the discharge point, or preferal 
under slight pressure, as under natural head, or by air pressi 
on the surface of liquid in a closed reservoir. 

Carbureting valves do not, in general, form as perf( 
a mixture as do the other types with central nozzles, 
that they are most often used^ with the smaller, two-strc 
engines with crank-case compression. In such cas 
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Fig. 35. — Carbureting Valve. 



the churning of the mixture in the crank case and in tl 
by-pass tend to perfect the mixture. 

There are many possible modifications of the two typ 
already described, and because of their simplicity and ea 
of adjustment they are very widely used in stationary pra 
tice. Carbureting valves are also used on the small 
and cheaper two-stroke marine engines. 

It will be observed that, if uniform results are to 1 
obtained, the head of gasoline at the nozzle must be mai] 
tained practically constant. This is achieved with con 
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parative ease in stattonary practice by the means already 
suggested, but carbureters for use on automobiles and 
the better types of marine engines require further refine- 
ment because of the constant tipping and vibration to 



Fig. 36o— " Float-feed " Jet Carbureter. Off-set Float. 




Fm. 366.— "Float-feed " Carbureter. Concentric Float. 



which the carbureter and engine are subjected. In such 
cases, some sort of " float-feed " carbureter is therefore 
commonly used. Examples of such carbureters are shown 
in Fig. 36 (a) and (ft). The function of the float is to 
regulate the level of gasoline in the bowl of the carbureter. 
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l*\ oprnine and closing the small control valve shown 
Thi' iunn in which the float is annular and surrounds the 
nozzK- i< tho l»ettt'r of the two, as it comes nearest to main- 
taiiiinis a i\msTant level on the nozzle at its center when the 
enpino and carhunter are tipped at a considerable angle. 

Knpini^ of the automobile and marine types are gener- 
ally nxjuinNl to operate satisfactorily over a very wide 
nmpi- t»f >ix»i\ls anil loads, and experience shows that the 
simplt' rioat-focil carbureters shown in Fig. 36 must, in 
general. 1h' still further mollified to meet such conditions. 
The nason for this is the fact that, as the speeds and loads 
chans:t\ the same sotting of the needle valve will not give 
the s;une quality of mixture because of the wide variation 
in the suctiv>n effect on the nozzle accompanying wide 
variation of the (juantity. and hence the velocity, of air 
flowing by that nuzzle. As it is not convenient or practicable 
to nin>tantly regulate the neetlle valve, many attempts 
havt» lutn niadti to buiKl a carbureter which will automatically 
maintain tlu' im>]HT mixture. Most of these devices are 
basiMl on the construction of a carbureter which w^ould nor- 
mally give too rich a mixture when oix^rating at high speed, 
and then adding to this a device which will admit to the 
suction pipe above the carbureter more and more uncar- 
bureted air as the speed increases. As this auxiliary air 
sui^plies part of the air entering the engine, less flows by 
\\\v nozzle, so that the richness of the mbcture decreases 
in two wavs: the suction on the nozzle decreases as less air 
is recjuired to flow around it, and the mixture formed is 
later diluted by admixture of the auxiliary or secondary 
air. Other devices employ two gasoline nozzles and 
arrange to have one or both operative, as instantaneous 
conditions require. 

In general, it can be said that no one form will operate 
successfully on all engines. Each carbureter has its in- 
dividual characteristics, and the same is true of each engine 
and (iach engine operator. When all three sets of char- 
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acteristics approximately agree, successful operation is 
assured; when they do not, another combination may give 
better results. 

63. Puddle Carbureters. A form of puddle carbureter is 
shown in Fig. 37. The air rushing through the distorted 
Venturi on the way to the engine impinges on the surface 
of the puddle of gasoline at the bottom of the bend and 
picks up some, or all, of it, depending upon the velocity 
with which it happens to be moving. Such puddle devices 
have, in some instances, been combined with jets operating 
like those already described, the dimensions and levels 
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Fig. 37.—" Puddle " Carbureter. 



being so chosen as to obtain desirable characteristics for 
variable-speed work. 

54. Carbureting Kerosene. It is now necessary to 
study in more detail the phenomena occurring during car- 
bureting. In the jet form of carbureter the fuel in liquid 
form is injected into the air. It is then mechanically 
carried by this air, just as dust is carried in the atmosphere, 
until it has had time to vaporize. When this has occurred, 
the fuel has become gaseous and is carried along in the air 
just as though it were a part of that air. 

But vaporization of gasoline, like vaporization of water 
or of any other liquid, requires the addition of heat; i.e., 
the so-called latent heat of vaporization. In the case of gaso- 
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line, the quantity of heat required is small and can, under 
ordinary conditions, be taken from the air being carbureted 
without reducing the temperature of the latter to an abnor- 
mal value. If, however, the air is initially at a very low 
temperature, as in cold iftinter weather, its temperature 
just beyond the nozzle in the carbureter may be reduced 
to a very low value and trouble may occur in two ways: 
tht' air may not \ye able to give up enough heat to vaporize 
all the gasoline it has drawn out of the nozzle and trouble 
may ensue from its collection as liquid in the piping; and 
the temperature may get so low as to precipitate water from 
the air in the fonn of ice. 

Difficulties of this kind are generally overcome by 
preheating the air and by heating the carbureter. The former 
is generally achieved by drawing the air around the hot 
cylinders or exhaust pipe on its way to the carbureter; 
the latter, by jacketing the carbureter with water from the 
engine jacket. In any case, arrangements should be so 
made that the heating devices can be made inoperative 
in wiirm or normal weather, as the power of the engine will 
l)e decreased if very hot air is supplied to it. This can easily 
Ih? seen to be the case when it is remembered that the power 
of the engine will depend directly on the quantity of gasoline 
which can \ye burned in its cylinders, and this will depend 
\i\K>n the weight of air present, but the weight of air present 
in a cylinder of a given size will decrease as the temperature 
of that air increases. 

Kerosene cannot, in general, be satisfactorily used 
with such simple apparatus as that just described. It is 
true that almost any gasoline engine which has been 
operated long enough to have attained an average oper- 
ating temperature can be made to continue in operation 
OD a kerosene and air mixture formed in a gasoline car- 
bureter. The operation will, however, be more or less 
uncertain and it will, in general, be only a matter of a few 
days before the interior of the cylinder is covered with a 
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thick deposit of carbon and the piston rings arc gummed 
or even burned tight in their grooves. Preheating of the 
air and jacketing of the carbureter will generally minimize 
the difficulty, but will not entirely overcome it. 

Kerosene is less volatile than gasoline at ordinary tem- 
peratures and pressures, that is, it does not vaporize as 
readily and requires a larger supply of heat when it does 
vaporize. When used in an ordinary carbureter, the liquid 
jet is carried satisfactorily by the air just as is the gasoline 
jet, but it is not as readily vaporized and, in general, a 
large amount of it will enter the cylinder as a liquid. Some 
may even deposit in the air pipe on the way to the engine. 

Part of the material entering the cylinder as liquid will 
generally remain such until combustion has started. When 
this occurs, the high temperature will of course tend to 
vaporize this liquid, but there is also another process known 
as " cracking" which goes on simultaneously. '' Oacking '' 
consists of the breaking up of the molecules of the liquid 
kerosene, some of the resultant products })eing finely 
divided carbon and heavy, viscous, or tarry liquids. It is 
the carbon and these heavy liquids that cause the difficulty 
previously referred to by gradually collecting \vithin the 
cylinder. Obviously anything which will assist vaporiza- 
tion will better the conditions, hence the benefit derived from 
preheating. 

The more the kerosene is broken up, that is, the more 
perfectly it is " atomized '' or sprayed into the air, the less 
chance will there be for collection of the liquid on solid 
surfaces and the more rapid will be the vaporization within 
the cylinder of the engine. Fine spraying is therefore 
advantageous, and any jet carbureter will work best when 
the pressure available for causing flow is so great that the 
needle valve must be almost entirely closed. 

It has also been found by experience that if a large 
amount of water vapor or a finely divided water spray is 
mixed with the kerosene-air mixture, conditions are materially 
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iinprovod. No roally satisfactory explanation of the fol 
action of the water vapor has yet been offered, but it seemi 
probable that it is very complicated and of a physical a 
well as a chemical naturt*. 

The use of water makes possible the use of high com 
pression without danger of preignition and thus, make 
|M)ssil»l4' the iittainment of high efficiency. This is probabl; 
dui' to the fact that the water absorbs heat during Gon 
pn'ssion, thus ke<'ping the temperature below that whic 
woultl rause si)ontaneous ignition, and there may also I 
some sort of ch(»mical action whereby the presence of tl 
water i)revents the breaking up of, or the combination c 
certain of the c(mstituents of the fuel to form compound 
with very low ignition temperatures. The presence of wat 
vai)or also makes the combustion less " snappj^," that 
it H'tartis it, or makes it slower, so that the maximu 
pressure attaintnl is lower and the operation of the engii 
is nuide ** smoother." This is also probably due to tl 
physical absorpticm of heat by the water vapor, which hi 
a comparatively high specific heat, but it may be due to 
certain amount of dissociation of the water as well. 

Tlie i^resence of water vapor also tends to prevei 
tlu^ (lej)()sit of carbon in the cylinder and to make combu 
tion morci perfect, so that the exhaust is clear instead 
smokv. 

Kven with the addition of water vapor, however, tl 
oi)eration of most carbureting kerosene engines cann< 
be said to be absolutely satisfactory, as considerable har 
control of the mixture is required if excessive carbon depos 
and smoky exhaust are to be avoided when operating und 
widely varying loads. Most of these engines are, howeve 
perfect enough to be considered good commercial pro; 
ositions. 

Some engines of this general type are marketed for ui 
with petroleum fuels still lower in the scale than kerosen 
many makers guaranteeing satisfactory operation on di 
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lates of 39° B6. or lower. In general, the difficulties 
st increase as the specific gravity of the fuel increases, 
&t is as its gravity expressed on the.B6. scale decreases, 
id most engines of the carbureting type give smoky 
diausts and carbon deposits if operated on fuels heavier 
ban highly refined kerosenes. 

Examples of carbureting kerosene engines and of other 
types adapted to the use of heavier fuels will be described 
fe Chapter XIIL 



CHAPTER X. 
GAS PRODUCERS. 

66. The Manufacture of Producer Gas. (a) Simpk 
Theory, In a previous chapter on fuels, a brief description 
of " producer gas " was given, without reference to the 
theory or to the practical methods of manufacture. The 
fundamentals underlying the production of this gas are very 
simple, although the actual chemical reactions taking place 
within the producer are complex. 

" Producer gas," as it is known among engineers, is the 
gas obtained by the partial combustion of fuel in a gas 
producer, and is made by the forcing or drawing of air, 
generally mixed with steam or water-vapor, through a 
deep bed of fuel in a closed producer. An important char- 
acteristic of this process is that no external heat is applied 
to the producer, as in the case of the ordinary gas retort. 
After burning has once started within the producer, the air 
which enters serves to keep up a continuous process of 
combustion. 

A simple gas producer is shown in Fig. 38; A represents 
the fire bars or grate, B the air (and steam) inlet, C the 
bed of fuel, D the hopper through which the fuel is fed, 
and E the gas outlet. 

Producer gas can be obtained from many varieties 
of fuels, but those most extensively used in this country 
are anthracite, coke, semi-bituminous and bituminous 
coals, and lignite. In Mexico, charcoal and wood are gen- 
erally used, and in Europe peat is becoming prominent as a 
producer fuel. 

96 
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As carbon is the most important consituent of tbe fuels 
commonly used in the manufacture of producer gas, we will 
first assume this to be the only fuel present, and show the 
action of air alone on pure carbon in a producer. Of course 
air contains a certain percentage of nitrogen, which is an 
inert gas, and althoi^h it affects the temperatures attained, 
we will neglect these considerations, and discuss simply 
tbe actjon which occurs between oxygen and carbon. 




Fig. 38.— Simple Gas Producer. 

(6) QuatUitUs. IE the combustion in a producer were 
complete, that is, if the carbon were entirely oxidized, 
which would occur with a shallow bed of fuel and an 
abundance of air, the reaction would lie as follows : 



C+02 = C02+hcat 



(4) 



unce heat is liberated in this reaction. 

In the actual producer, however, the attempt is made 
to keep the percentage of CO2 as low as possible, since 
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r02 will not num again in an engine cylinder, and to form 
a high pen*entage of (X), which still has the power of liberat- 
ing a hirge quantity of heat when combining with oxygen 
to form (1)2. 

This is efTcH*ted by maintaining a deep bed of carbon 
in the pnMliicer. The n'sulting gas contains a large per- 
centage of CO, for when there is an excess of highly heated 
rarlM)n, the carlwn (Hoxide formed in the lower portion of 
tli(» fire, is reduced to carl)on monoxide in the upper portion 
accordhig to tlie etjuation, 

(H).2+(^ = 2CO-heat (5) 

Th(»se two reactions probably do actually occur within 
a real producer, the first near the bottom of the fuel bed, 
and the second higher up. But, as the ultimate result 
will be the sann* as though the reaction, 

2C+()2 = 2CO+heat (5a) 

occurred alone, this may be used in making rough analyses 
of producer operation. 

E(iuations expr(\ssing both the reaction and the libera- 
tion of heat per pound of material for the cases in which 
we are interested may be written as follows: 

C+O2 = CO2+14,600B.t.u. perlb. C. . . (6) 

2C+O2 = 2CO+4,500 B.t.u. per lb. C. . . (7) 



or-n j_n onn j_ J 1^,100 B.t.u. per lb. C. 

4,300 B.t.u. per lb. CO 



. . (8) 



The first of these gives the heat which could be obtained 
by biuTiing the solid carbon to CO2; the second gives the 
heat that must be liberated in the producer when CO is 
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formed; the third gives the heat which could be obtained 

by burning the producer gas containing this CO. 

(c) Efficiency. Since the calorific value of the solid 

fuel is about 14,600 B.t.u. per pound of C, and of this 

amount 4500 B.t.u. are liberated in the producer when CO 

is formed, we have left about 10,100 B.t.u., as the calorific 

value of the gas which passes over to the engine, to be burned. 

By the time this gas reaches the engine cyhnder, it has been 

cooled as a result of having passed through the various pieces 

of scrubbing apparatus. Thus the ratio of the calorific 

value of the cold gas entering the engine, to that of the 

10,100 
original fuel, viz., ^nn ~^^ ^^^ c^v^ij is called the " Cold 

Gas Efficiency," and theoretically is the best that can be 
obtained when using air only. 

Practical considerations, however, serve to increase 
the above efficiency so materially as to make the manu- 
facture of gas by this method a paying commercial process. 

{d) Theoretical Composition, Assuming the action within 

the producer to occur according to equation (7), that is, 

2C+02 = 2CO, it is obvious that 2 volumes of CO result 

for every volume of oxygen consmned. The producer gas 

79 
would then consist of 2 volumes of CO and rrXl or 3.76 

volumes of nitrogen. 

The volume percentage of CO in the gas would there- 

2 

fore be — = 34.7 per cent, and the volume percentage 

2+3.76 

3.76 
of nitrogen would be = 65.3 per cent. 

2+3.76 

56. Necessity of Cooling, and Methods. In the method 

just described of using a dry air blast to produce and 

maintain combustion, the temperature attained within the 

producer must necessarily be very high, since about 4500* 

B.t.u. are liberated in the fuel bed for every pound of C 
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hunicd t(i (H). This is far more than can be dissipal 
unh'ss xhv pnKluorr and the issuing gas attain a high te 
IM»ratiin'. Such high temperatures would result in practi 
difficult i(>s due. principally, to the rapid formation of clii 
ers. wliich would seriously aflFect the operation of 1 
pHMluriT. To prevent or minimize this trouble, the co 
inon pnu-ticf* is to add a certain quantity of steam or wa 
vafxtr to the air sent in. When this steam passes o^ 
liitflily heat(Kl carlnm, part of it is decomposed, with 1 
absorption of an amount of heat equal to that prodm 
by tl)e chemical imion of its constituents. Its hydrof 
is libi'iated, and the oxygen combines with the carb 
to fonn either CO or COa, depending upon the temperati 
conditions under which the reaction occurs. 

'i'he following chemical equations, representing 1 
n^aetions occurring when steam is added, show that 1 
steam s(Tves to reduce the temperature in the produ 
l»y absorbing during its decomposition some of the h< 
liberated by the combustion of carbon, which heat woi 
otherwise go to raise the temperature of the fuel bed and 
the issuing gas. The heat thus absorbed is carried ( 
of tlie producer in what may be called a potential or late 
form, since it can be again liberated by burning the produ 
of the reaction which caused its absorption, i.e., hydros 
and carbon monoxide. The equations are: 

H20+C = H2+CO-heat+heat, or . . 

H20+C = H2+CO-heat, (] 

when hydrogen and carbon monoxide result, and 

2H20+C = 2H2+CO.>-heat+heat, or . (] 
2H20+C = 2H2+C02-heat, ....(] 

when hydrogen and carbon dioxide result. 
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In both the above cases, the formation of the CO or CO2 
produces heat, but the decomposition of the steam absorbs 
a much greater amoimt, and the net effect is an absorption 
of heat, with a much lower temperature in the bed and gas. 

Thus the steam not only reduces the excessive heat in 
the producer, but it also increases the amount of com- 
bustible in the gas and the calorific power per unit volume, 
by replacing N with H or with H and CO. 

The amount of steam employed depends upon the typo 
of fuel and producer and the purpose for which the gas is 
to be used. For average conditions in an ordinary j)ro- 
ducer, 6 per cent of the weight of the blast or 10 pcT cc^nt 
by volume may be steam; sometimes 25 per c(^nt nioro 
steam may be used. The quantity of stoam rociuircd is 
often assumed as J to J of the coal gasified. 

The average theoretical composition of wet-blast gas 
is about CO = 40 per cent, H = 17 per cent and X = 4.3 ])(t 
cent, and its heating value per cubic f(Kjt is lO;").!) B.t.u., 
which would indicate an efficiency of about 9)^ pcT c(*nt. 

Carbon dioxide is sometimes used as a cool i fig agent 
instead of steam, giving the following reaction: 

C02+C = CO+CO-]ioat (13) 

As CO2 must result when producer gas is burned, this 
method of cooling is effected by returning to the producer 
part of the burned gases from the engine or other consumer. 
This, however, also involves a return of all the nitrogen 
accompanying this CO2, so that there is more N in the gas 
issuing from the producer, and therefore a greater loss in 
the form of sensible heat, in the issuing gas. Moreover, 
as this sensible heat is not used for the generation of steam, 
for which there is no use in this method of cooling, it cannot 
be recovered, and hence represents a loss. Cooling with 
CO2 has, however, certain advantages when the gas is to 
be used in a gas engine because it produces a gas of very 
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iinifomi pnip«Tti'-^ nt nil loiula anil thus simplifies 
operation of the cnninr. piirlicularly with regard to gov< 
iill! .tmi rv^ul.il ion <if the time of t)niition. 

57. Types (rf Producers, The various real prodiJ 
lu^i to tiUT}- out the proces^s which have just been outjT 
arc iliviiublf into types in several flifferent ways, Theq 
rttniindt) iliviaion is based on direction uf ilraft tbraughfl 
produi'cr and the way in which that draft is created. Exom-^ 
pies will be (civen in subsequent paragraphs. 

Another method of classification is on the basis of fuel 
utilised; thus there are hard coal producers, bituminous 
or soft coal producers, peat producers, and such. 

Again, the method used for supporting the fuel column 
is often use<l as a basis for classification. Thus there arc 
grate-bottom producers in which this column is supportei! 
on a grate of some sort, and there are water-bottom pro- 
ducers in which the fuel column rests on a pile of its own 
ash contained in a water-filled saucer in the floor of the 
producer house. 

Those and other classifications will Ijc iietter appreciated 
after a study of the description of producers which follows: 



(a) Suction Producers. 

In Fig. 39 is shown a tj-pical suction producer as made 
by Fairbanks, Morse and Company. The name of suction 
producer is applied to all plants in which the draft through 
the producer is created by the auction of tiie engine. The 
plant shown would be completely described by calling it 
an updraft, grate-bottom, suction producer. Its method of 
operation should be evident from the figure. 

Such producers as are here shown are well fitted for the 
gasification of such fuels as anthracite coal and coke, but 
unless considerably modified they cannot be used with 
fuels high in volatile material for rea.sons wliich are 
indicated in the following paragrajihs. 
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They are ideally simple, comparatively cheap, and easy 
I to operate when properly designed. They are built in 
[ sizes ranging from about ten to several hundred horso 
\ power, the rating being based on the engine horse-power 
I which they can supply. With average fuels it is generally 
I safe to figure on a consumption of from 1 to 1.2 pounds of 
I fuel per brake-horse-power hour, and better figures have 
f been obtained in many inatancea. 



(b) Pressure Producei-t. 



In Fig. 40 (rt) is shown a section of a pres.«iire product 
L manufactured by R. D. Wood & Co. All producers m 
which the draft Is created by some 
fonn of blower which raises the 
pressure at the entering side or end 
t>f the fuel column are called pressure 
jjrodueers. This is usually done by 
means of a steam jet blower desig- 
nated by b in the figure and .shown 
ill greater detail in Fig. 40 (b). A 
fairly complete description of the 
|)nnlucer here shown would be given 
!ty calling it an updraft, grate-bottom 
]>LOssure producer. 

The particular type illustrated is 
I'urnished with an automatic feed 
;md a rotating, self-cleaning ash 
lablo. Both of these devices serve 
In maintain approximately constant 
'onditions and hence constant eom- 
pusilion of the gas. They are ofteH; 
ii^cfl, in one form or another, on th( 
l:irger producers. 

The updraft, pressure type 
ted with regard to the character of fuel in much th( 
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same way iu< is the up<Iraft suction producer, as will 
apiM»ar in th(» paragraphs immediately following. 

{c) M edifications of the Producer for Different Fuels. 

In th(» ( lementary discussion it was assumed that pure 
carlM)n only was uswl in the producer for the manufacture 
of Kas and tlH» various chemical changes were calculated 
on this assumption. However, in practice we find that 
actual fuels contain other constituents than carbon, and 
when heated ji,iv(» off more or less volatile material. Each 
fresh charge is heatinl and subjected to this process of dis- 
tillation before it (lesc(»nds into the zone where partial 
combustion occurs. 

Tiius in an updraft producer we obtain a mixture of the 
volatile substances that are distilled off, and of the gas 
resulting from the residue which is left after the raw fuel 
has been more or less completely deprived of its volatile 
constitucMits by the action of heat. 

These volatile ('onstitU(»nts con.^ist partly of gases and 
partly of condeusible vapors. The latter, if allowed to 
pass out with the gas, nuist generally be condensed and 
separated from the producer gas before it can be used in a 
gas engine. In the case of fuels like anthracite, which con- 
tain little volatile material, no difficultv is met from this 
source, but in the case of fuels rich in oxygen and hydrogen, 
as bituminous or semi-bituminous coals, lignite, peat, etc., 
the thermal ef!ici(»ncy of tlie producer gas process may be 
decreased from 12 to 20 per cent by the removal of the 
tarry vapors from the gas. 

To prevent this loss, which is inevitable if such fuels 
are gasified in the simple type of apparatus already described, 
producers are also arranged to l)urn the tarry vapors in the 
producer itself or decompose or convert them into com- 
bustible gases wliich will not condense at ordinary temper- 
atures. 
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(d) Downdraft Producers. 

Producers operating on the " downdraft '' principle wen^ 
early tried as a means of fixing the tarry vapors. These 
were fairiy successful, and had the advantage of doing 
away with all smoke during the charging of the coal. 

One of the best-known American types of downdraft 
producer is the Loomis-Pettibone, shown in Fig. 41. The* 
plant consists of the producer or generator, an (Tonomizer, 
a wet and a dry scrubber, an exhauster and a gas holder. 

Coal is charged through the doors at the top as shown 
at m into the annular space between the air inlc^t nozzle 
and the firebrick lining. 

Air enters the economizer at b around the pipe e through 
which the hot gases are drawn from the producer. It is 
heated by passing over the tubes e' and /, and is mixed witli 
the steam which results from the water entering through r/ 
and being vaporized as it trickles down the outside* of the 
central tube e', the function of which is that of a flash boiler. 
The air and steam then pass over into the drum / and down 
through the fuel bed and grate A and through the* pipe* e 
because of the suction produced by the exhauster ('. The 
hot gases next pass through the wet scrubber B, where th(\v 
are cooled and exhausted into the dry scrubber I), which 
still further cleans and dries the gases, after which they 
pass into the gas holder E, 

The amount of gas in the holder E is regulated automat- 
ically by means of a by-pass not shown. A wire rope 
connects the top of the holder to valves so located that 
when the holder is full of gas and in its top position th(» 
exhauster simply pumps its discharge back into its own 
suction through the by-pass. As the holder drops, the by- 
pass is gradually shut off so that the exhauster draws on 
the producer. 

When starting up, the valve k is closed and iho valve 
h is opened, so that the exhauster can discharge to the 
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atmosphere through the purge pipe p until the gas made 
is of such quality that it can be sent to the holder. 

Whenever the fuel bed becomes stopped up with clinkers, 
etc., the valve between the economizer and wet scrubber 
is closed and high-pressure gas is forced up through the 
grate A, breaking up the fuel bed thoroughly. 

Any fuel containing large amounts of volatile matter, as 
bituminous coal, wood, etc., can be successfully gasified 
in this producer. All the gases and tarry matter distilled 
from the fresh-fuel magazine are mixed with air, and partly 
burned and partly ** cracked " as they pass downward 
through the bed of incandescent fuel from which they issue 
as fixed or non-condensible combustible gases. In starting 
this producer, a bed of incandescent coke or similar material 
is first built upon the grate. This bed serves to fix the 
tarry vapors distilled off from the first coal supplied. 

Since all the ash which does not fall through the brick 
arch must remain within the fuel column, the ])ro(hicer 
does not permit of continuous operation. In practice it 
is found that the accumulation of ash generally necessitates 
shutting down and completely cleaning about once a week. 

In Fig. 42 is shown a section of the Ackerlund Bituminous 
Gas Producer, which is distinguished by being one of the 
first successful downdraft producers to permit of continuous 
operation. 

The principal parts of the apparatus and the method 
of operation are clearly shown in the figure, the distinguish- 
ing feature being the water bottom which makes it possible 
to operate continuously. 



GAl? POWER 




X. GAS PKODVCEKS 



The Westinghouse Producer for bituminous fuels and 
[lite shown in Fig. 43 is of the double-zone typtr. 




Pro. 43.— Westingh. 



About the (-enter of the producer is a hollow annular 
cajiting, called the vaporizer, which is kept nearly fitleil 
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with wator. The hot gases drawn from the top and bottom 
iM'ds pass umler this casting and vaporize the water. Air 
enters through the pipe a and circulates over the surface 
of th(» hot-water in the vaporizer, mixing with the steam, 
and passing off thnmgh the pipes on the left to the 
top and lM)ttoni fuel IkmIs, to effect combustion. The 
amount is r(»gulat(Hl by means of the valves c and c' in 
the pijM^s. 

Then* is no grate in this producer, the bottom being 
sul>in(Tged in a water seal formed by a basin in the con- 
crete foundation. Ash and clinkers can be removed easily 
throujjjh the opening between the bottom of the producer 
sliell aii<l the bottom of the water basin. 

It will be observed that the upper part of this apparatus 
is inen^iy a downdraft producer with its own incandescent 
zone, in which the vapors, distilled from the fuel fed in on 
top, are fixed. The coke formed in this upper zone works 
downward and ultimately becomes the fuel gasified in the 
updraft ])ro(hi(*or, which forms the lower part of the 
ai)paratus. 

58. Cleaning Apparatus. When producer gas is burned 
in furnaces used in metallurgical processes, impurities, 
such as tar, dust and ashes, do not, in general, prevent 
its successful utilization. Therefore expensive gas-cleaning 
equipni(»nt is unnecessary, and the gases reach the furnace 
at a higli temperature, resulting in an increased efficiency, 
because of the retention of sensible heat and the tarry 
vapors which are easily burned, thereby adding materially 
to the total quantity of heat derived. 

When, however, the gas is to be used in an engine, it 
is absolutely necessary to remove all tarry products which 
would collect in the valves and in the passages leading to 
the engine, and all dust and grit which would score the 
cylinder walls. Therefore the gas must be thoroughly 
cleaned, and, incidentally, cooled before entering the 
engine. The most common process for removing the 
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impurities is called scrubbing and ordinarj' forms of W(»t 
and dry scrubbers are shown in Fig. 41. 

In the wet scrubber, the hot gases enter at the bottom 
and pass upward through a bed of coke or other C()iiveni(»iit 
material, over which water Is sprayed. Th(» water lunl 
gas thus come into intimate contact, the particl(»s of dust 
are washed out and the tarry vapors are condensed and 
removed. The gas is cooled and passed on through dnj- 
scrubbers containing excelsior or through other water sepa- 
rators, for the purpose of removing the (^xc(*ss moisture 
and remaining traces of dust and tar. 

For bituminous coals, lignite, peat and other tarry 
fuels in updraft producers, the above scrubbing j)r( xess is 
not alone sufficient, so mechanical tar extractors are often 
used. The chief disadvantages, however, of this method 
are loss of heat value due to the removal of the tar from the 
gas, the loss of power required to operate the tar extractor-, 
and the fact that the tar is a disagreeable substance to 
handle around a plant and often difficult to dispose of. 

59. Blast-furnace as Gas Producer. I'he blast furnace 
is one of the most common types of gas producer, altliough 
not built primarily for this purpose, the gas bcung a by- 
product. 

In making pig iron from ore*, coke, or anthracite coal, 
iron ore and limestone or similar flux are charged so as to 
form a deep bed within the furnace. This may be regarded 
as nothing more than a bed of fuel with an extremely high 
ash content, and the blast of air introduced at the bottom 
of the furnace causes the formation of producer gas in 
practically the same way as occurs in an ordinary updraft 
producer. 

The gas given off has a low heating value, averaging, 
generally, from 80 to 90 B.t.u. per cubic foot, but occasion- 
ally running over 100. 

The cleaning apparatus must be large and expensive, 
due to the large amount of dust carried by the gas. But 
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i'\ri\ with tlir hiRh cost <»f ch^aning it is found ccon 
\o u>v this hy-pnHhirt, wliich would otherwise \ye \ 

Thf most iiotal)h' instaUatious in tliis eountry an 
at tht* Lackawanna St(H*l Company's plant at E 
N. Y.. antl the In<hana Stc^'l Company's phint at Gar 
The f<ininT devrhips 4().(KK) h.p. by means of 2-cy( 
(*nKin(\< in units of KHK) and 21KX) h.p., and the latt< 
>iMs (»f 17 miits of 2(KH) kw. rating each, and 16 b 
t'Upncs (»f about the same capacity. Six new units c 
kw. each have recently lK»en ord(Ted and are being im 

KxiM'rience has shown that after all the necessa 
ha'* been used for luxating the hot blast and operati 
)»a>-driven blowing engines there still remains enoUj 
{o pHHluce al)out 30(K) h.)). continuously for every IC 
tif pig iron made per twenty-four hours. 



CHAPTER XI 



CLASSIFICATION AND TYPES OF MODERN ENGINES 



60. Multiplicity of Classifications. The various types 
of modern internal combustion engines may be classified 
according to the following: 



(1) As to cycle 



(2) As to method of operation 



( (a) Otto 

(6) Diesel 

(c) Intermediate 

(a) Two-stroke 

(6) Four-stroke 

(a) Gasoline 

(6) Kerosene 



(3) As to fuel used 



(c) Gas 



(4) As to use , 



(5) As to position of axis 



(1) Illuminating 

(2) Natural 

(3) Producer 

(4) Hlast-furnare 
(d) Oil. Kerosene, through all the 

intervening distillates 
to crude oil 

(a) Stationary 

ih) Portable 

j (c) Automobile 

I (d) Marine 

I (e) Aeroplane 

f (a) Vertical 

(6) Horizontal 
^ (c) Inclined 



(6) As to action 



{ 



(a) Single acting (trimk jnston) 

(b) Double acting 
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^7) As to cyliiulrr arranfsortiriit 



(a) Twin (2 parallel cylinders 

80|)arate frames) 
(6) Multirylinder engine 2, 3, 

to any number of parallel 

indors with combined fra 
(r) Tantlem (2 co-axial cylindei 

siiine side of crank shaft) 
(d) ()p|)ose<l (2 co-axial cylindei 

opposite sides of crank sh 



^ . . \ in) Hit-and-miss 

> .\< til unvt-rniim < ' „„ ,. 

. {h) Ihrottlmg, etc. 



61. Division on Basis of Fuel Used. Engines operai 
nil HhimiiHitiihi {jus arc hiillt in sizes from 2 to about 
(jrvciopcil lior-^r-power ((l.h.p.) per cylinder, per end, 
tlir>r Mi.-iy Ik* coiisiflcnMl as the limits for engines u: 
this tyjH' ot" jiias, although, IxTause of its high cost, 
gas i> scldoMi usrd in engines larger than 50 h.p. in 
country. There is on record, however, a 42"X60", dou 
acting. t\vin-tand(Mn, horizontal engine, 88 r.p.m., b 
liy I he Snow Steam l^nnj) Company, using illuminal 
ga> and ratiMJ at lOOO d.h.j). total, which means 500 d.l 
j)er cyhn<ler end. This engine* was installed to meet v 
pecuhar con<litions. 

For engines o])crating on natural (jas the limits of s 
as huilt in America to-dav an^ from about 2 to about 
(l.h.p. per cylindi^r ])er end. For single-acting engines 
this iy])i\ tlie uj)])cr linut runs from 180 to 200 d.h.p. 
cylind(T p(T end. Ty])ical dimensions of doublc-acti 
tandem, horizontal engines operating on natural gas are fi 
ir'Xl2'' to 43"X()0'', developing horse-powers from 
total or 15 per cyUnder end, to 2500 total or 625 per cylin 
end, the corresponding si)eeds varying from 250 to 90 r.p 

For engin(^s operating on producer gas the average lin 
of sizes as built in America to-day are from 1| to 200 or 
d.h.p. per cylinder per end. Exceptions to these si 
again are found in double-acting engines built by vari 
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companies ranging from 12^"X12" to 48"X60" and 
developing 60 total h.p. or 15 per cylinder end, to 2500 
h.p. total or 625 per cylinder end, with corresponding 
r.p.m. of 250 to 90. 

Engines operating on blast furnace gas are built in 
sizes from 100 d.h.p. up to about 500 d.h.p. per cylinder 
end. Typical dimensions of the larger sizes as installed in 
several of the steel plants are 30"X42" twin-tandem, 
double-acting, developing 1500 h.p. total or 187.5 per 
cylinder end; 42"X60" and 42"X80" engines for gas- 
blowing purposes; a 42"X70" twin-tandem, developing 
3600 h.p. total or 450 h.p. per cylinder end; a 44"X60" 
twin-tandem, double-acting, at 83.3 r.p.m., developing 
about 4000 h.p. 

Gasoline engines are built in sizes from I h.p. to 60 h.p. 
per cylinder end, while a few are built up to 90 h.p. or over. 
Single-acting, horizontal, single-cylinder engines up to 
22"X28", developing 125 h.p. per cylinder end at 150 
r.p.m. have been installed. Because of the liigh cost of 
this fuel, such engines are usually bought only when special 
conditions are to be met. 

Kerosene and heavy oil engines operating on the Otto 
cycle are built in sizes ranging from 2 h.p. to 125 h.j). 
per cylinder end. Typical dimensions of this type run 
from 5|"X10", developing 7 h.p., to 14'''X24", developing 
90 h.p., operating on the California distillates. The Diesel 
engine is now often built in sizes even as large as 225 h.p. 
per cylinder end, and three cylinder units are very common 
for stationary work. Diesel engines are seldom built 
smaller than 10 h.p. per cylinder per end. Recent experi- 
mental work by European firms indicates the possibility of 
obtaining 1000 to 1500 h.p. per double-acting, two-stroke, 
cylinder. 

62. Division on Basis of Use. Under this heading 
we may divide internal combustion engines into four classes : 
(1) Stationary engines j or those which are used exclusively 
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in " power plants," as for electric lighting, pumping, operat- 
ing machine shops, manufacturing plants, etc. ThosH 
may vary in aize from the smallest to the largest tandem 
and twin-tandem engines mentioned above and with few 
exceptions operate on the four -stroke principle. 

(2) Portable engines, which are built only in the smaller 
sizes to be easily and quickly tranaported as on trucks, 
road rollers, traction engines, etc., from place to plac'c or 
used for various purposes about a farm. Gasoline and 
kerosene engines of this type and adapted especially to 
farm use are finding a tremendous field, and the industrj- 
i" rapidly becoming a large one. 

(3) Automobile or Auto engines, which were developed 
primarily for use in the gasoline automobile. They are 
almost exclusively built in four, and six-cylinder vertical 
units, and most of them operate on the four-stroke principle. 
There are, however, a few notable exceptions to the last 
statement. 

The auto type is now being extensively applied to heavy 
truck and tractor work, to high-powered fire engines, and to 
a mmiber of allied uses. It has also found extensive applica- 
tion in small and medium-powered, high-speed motor boats. 

{4) Marine engtn^ which are similar in general construc- 
tion to the auto-engine, save that in small units we find the 
two-stroke tj-pe widely used in the motor-boat industry, 
because of its simphcity, cheapness, and ease of operation. 
For larger motor boats and launches, etc., the four-stroke 
vertical engine in one-, two-, three- and four-cylinder imits, 
is common, because of the more severe requirements, 
necessitating durability, reliability, and speed. 

The modem Diesel oil engine is now being installed 
abroad in almost every type of vessel, and bids fau- to rival 
steam for marine use, because of the higher powers to be 
obtained for the space now occupied by a .steam plant, the 
elimination of boilers, and the reduction in s])ace retjuircii 
to carry the fuel oil. 
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Irrespective of fuel and type, sizes from 1 to 25 h.p. 

suitable for the various types of small motor lx)ats; 

liose from 25 to 100 or more horse-power for lai1?er l)oats 

id small yachts; and those up to 1000 h.p. for small 

*"^*Tiisers, tugs, ferry-boats, torpedo-boats and destroyers. 

"^Marine motors are generally of heavier construction than 

?lilie corresponding auto-engine, because of the wear and 

f*^iear incident to continuous operation under full power, 

t 'Which is seldom required of an automobile engine. 

> (5) A fifth type may be mentioned, namely the aero- 

- type motor, which has been but recently d(»veloped, to meet 

the requirements of great strength and reliability, very 

light weight and high speed, necessitated by this particular 

industry. 

63. Mechanical Construction. To summarize })riofly 
the leading features of engine design, with their advantages 
and disadvantages, we may say that small engines, almost 
without exception, are built single-acting, and when more 
power is required, the number of cylinders is increased. 
The single-acting engine, either vertical or horizontal, 
has the obvious advantage of great simplicity of manufacture 
and therefore small first cost. 

The trunk piston with its obvious disadvantages, which, 
however, can be overcome successfully in the smaller and 
intermediate sizes, is used almost exclusively, thereby 
obviating the necessity of the crosshead and guides, ex- 
pensive water-cooled pistons, and piston-rods, etc. For 
large machines the trunk piston (without crosshead) is 
practically impossible, because of the great weight to be 
supported, the necessity of obtaining accurate fits to prevent 
leakage of gases past the piston, the difficulty of proper 
lubrication, and such. 

Medium sizes, from one to several hundred horse-power, 
are commonly built single-acting with cylinders in tandem 
and pistons and rods supported by crossheads, but all the 
larger sizes are built double-acting, with two cylinders in 
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tamlem. Th» arran||;einent is "twinned" for the largest 
powors. 

Much can \ie Miid with regard to the relative advantages 
and disadvantaii^ of horizontal and vertical engines. 
Small engine's are commonly built both horizontal aod 
vorti<*al, often by the same manufacturer. The vertical 
typo has the advantage of a smaller and lighter founda- 
tion, as well as of allowing a more uniform lubrication of 
the cylinders. It is also churned that the wear on the 
cylinder wall is less in the case of the vertical machine. 
The ))ox frame with enclosed crank case, using splash 
lubrication, affords a cheap construction and simple but 
satisfactory lubrication and is a favorite form with this 
tyjx^ of engine. 

In the nuHlium and larger sizes of vertical machines 
there are the ad<litional advantages of being able to dis- 
mount them more easily than the horizontal t3rpe by means of 
the overhead crane, and the fact that vertical constructions 
oc(*upy less floor space than do horizontal engines of like 
power. The commercial limit to the size of vertical engines 
has been set principally by the difficulties met in attempting 
to make them double-acting and thus increasing the power 
jKT (cylinder and per unit of weight. The chief difficulty 
is that of getting a satisfactory location of the valves for 
the lower end of the cylinder. 

The horizontal machine has the advantage of being more 
easily handled and operated, since all cUmbing and mount- 
ing of platforms, excepting in the largest sizes, are obviated. 
Also, the operator can watch his machine more closely, 
as all parts are practically on one level. Itjs also easier, 
in the case of horizontal engines using artificial power gases, 
which contain a certain amount of dust, to pass this through 
and out of the cylinder than is the case in a vertical machine, 
since the exhaust valve can be located at the bottom of 
the cylinder. 

The cylinder arrangement varies according to the sizes 
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of engines employed and the requirements of the service. 
In the small and intermediate sizes of vertical engines, as 
mentioned above, the power may be increased by placing 
two, three, or more cylinders on the same shaft, which is 
termed multi-cylinder construction. 

In horizontal engine practice two cylinders may be 
placed side by side on separate frames (known as " twin 
arrangement "), or they may be fastened together in " tan- 
dem,'' which would necessitate only one connecting rod. 
Two tandems may be placed together in parallel and con- 
nected to the same crank shaft, giving what is known as a 
" twin-tandem '^ engine. In small sizes a duplex arrange- 
ment is sometimes used, two cylinders being placed side 
by side and fastened to the same frame. 

When two cylinders are placed horizontally on opposite 
sides of a main shaft with the connecting rods fastened to 
the same or adjacent crank pins, the arrangement is known 
as " two-cylinder opposed.'' This may he duplicated to 
form a ^* four-cylinder opposed '' type. The opposed 
arrangement is no longer used except for the small 
sizes; it is favored at the present time by some tractor 
manufacturers because of the automatic balance which 
it gives. 

The advantage of one type over another depends upon 
the class of work for which it is to be used, the relative cost, 
the floor space and head-room available, the type of fuel, 
character of attendance, and a number of other considera- 
tions. 



CHAPTER XII 
MODKI^N TYPES OF GAS AND GASOLINE ENGINES 

64. The Pierce Arrow Automobile Engine. This engine 
is hiiilt l)y tho Pierce Arrow Motor Car Company, for use 
in t!i(» cars of the same name. It is shown in Figs. 44 (a), 
(/>) and ((•). The first figure gives a longitudinal section 
along the ('(jntre line of the engine, the second a vertical 
cross-s(M'tion through the centre of the cylinder which 
is shown at the left in Fig. 44 (a), and the third is a part 
elevation and part section. The engine is built with six 
( ylindcTs, cast together in pairs, so that there are three units 
p(T engine. As shown in Fig. 44 (6), these cyhnders are 
of \\\v " T-hcad " type, the admission valve A and the 
exhaust valve K i)eing carried in pockets opening off of the 
clearance spac(\ 

'I'he cotNhNstihlc mixture is supplied by the carbureter C 
through tlu* inlet manifold /, and the burned gases are 
discharged through the exhaust manifold M. The car- 
buret (m* is fitted with a warm-water jacket supplied through 
J* from \hv jackc^t systc^m of the engine, so that vaporiza- 
tion of th(* hiv\ mav i)e assisted in cold weather. 

Tlu^ ralrcs i\rc oi)erated, as shown in Fig. 44 (/)), by two 
cam shafts S and S^ gear-driven from the crank shaft. 

Two separate ignition systems are provided. One is 
o])erate(l hy a battery, and is connected to the plugs D. 
It is controlled by the timer T, which is gear-driven from 
the inh^t shaft. The other system is operated by a high- 
tension magneto and is connected to the plugs F. The 
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FiQ. 44 (6). — Pierue-Arrow Automobile Engine, Vertical 
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O'stems can be used separately or both caa be used at the j 
; time. 
The location of the plugs in the inlet cavity ; 

points being scrubl>ed by the incoming mixture i 

ius keeping them free of oil and carbtin. It also injures ] 

the presence of pure, and therefore remiily ignitable, mixture , 

' in their immediate neighborhood. 

The cooling water Ls circulated by a small centrifugal I 

pump which is gear-driven from the exhaust cam-shaft " 




Fic. H (c).^Part Section of Fierce-Arrow Automobile Engine, 
^jstem. This pump receives cooleil water from the radiator, 
Eforces it through the jackets, and through the pipe G in 
^Fig. 44 (a), back to the radiator. The fan shown in 
I the same figure is driven by a belt from the crank shaft. 
fit serves to assist the circulation of air through the radiator 
J jind about the cylinders of the engine and thus assists in 
ftthe cooling. 

Lubrication is forced by a small pump as shown in Fig. 
1 (c). The oil is dehvered to the main bearings and travels 
l^rpugh drilled holes in the shaft to the crank pins. The 
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wrifrt [MDii are lubricated by oil carried from the cranic pm 
by meanx of a nmall pipe fastened to the connecting rod m 
Khown. 

The engine can be ttarted by a band crank in the ordinary 
way, or by high-pressure air which is controlled from the 
seat. This air is prepared, while the engine ie in operation, 
by a small four-cylinder pump under the control of the 
operator and is sbnred in a tank. 




rii of FairbuJik^Morsp iflarine Engiiio. 



65. The Fairbanks-Morse Marine Engine. The engine 
illustrated in Figs. 45 (n), (b) and (c) and described in tlie 
following paragraphs is one of several types of marine 
engines marketetl by Fairbanks, Morse & Co. It ia a 
single-K'yiinder, single-acting engine, operating on the two- 
stroke principle and using crank-case compression. Because 
of the number and arrangement of the ports, which are 
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controlled by the piston, it is further knoiini as a throe- 
port engine. 

Starting the description of the jriethod of operation with 
the piston in the position shown in Fig. 45 (c), the burned 
gases of the expansion which has just been completed an* 
passing out through the exhaust port, and the new charge, 
which was compressed in the crank case during th<» down- 



jfik tfti fOi 




Fig. 45 (6). — End Elevation of Fairbanks-Morse Marine Engine. 



stroke, is passing into the cylinder through the inlet or 
transfer port. During the next up-stroke/'' this charge, 
mixed with such burned gases as remain in the cylinder, is 
compressed. It is then burned at about the end of the stroke 
and expands on the next down-stroke, thus completing the 
working cycle. 

During the up-stroke, a partial vacuum is created in 
the crank case until the piston uncovers the third port. 
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When this occurs, air ruBhes through the carbureter and 
thix port into the crank case, where it is compressed by the 
n'tuminK piston. 

In ciwnPH of this type, difficulty is often experienced 
Ix-cauM- of back fires, or ignition of the compressed charge 
in tlie <'rank case, at the time when the piston uncovers 
tlic transfer port. The charge liumed in the crank case 
is ithviously useless as a producer of power and hence such 




of Fiiirbiiiilis-Morst! Marine Engine. 



ri)inl>ustioii means ii niisst'ii cyi'lc. if nothing more. Back 
firing is liuo io the ignition of tho mixture entering the cyliiider, 
igiiilion liring pn)durT(i l>y the hot gases of the previous 
cliiirjlf (ir liy f!;l<>"''"K carl)on on the face of the piston. 
When tlic incoming stream is thus ignited, the fiame strikes 
li:iek, traveling down the transfer passage and into the 
ei'iink case causing a " ertmk case explosion." 

To ])revi'nt such action, the transfer passage in this 
engine contains !i piece of wire screen pleated in such a way 
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as to present a large surface to the gas in the passage. This 
screen acts in the same way as that surrounding a miner\s 
safety lamp, that is, it serves as a quick absorber of heat in 
case of a strike-back, thus reducing the temperature of the 
burning gases to so low a value that the flame is extinguished 
and does not reach the mixture still left in the crank case. 

Cooling of the engine is effected })y drawing water from 
outside of the boat and forcing it through the jackets. 
This pumping is done by means of the small plunger pimip 
P, Fig. 45 (a), which is operated by an eccentric E on the 
crank shaft. The pump discharges into the lower part of 
the cylinder jacket through the pipe .4, the water flowing 
up through the jacket, then through the by-pass into 
the head as shown in Fig. 45 (c), and from the head to the 
jacket around the exhaust pipe. 

Igniti07i is by a make-and-break ignit(T locatcnl in 
the side of the clearance space as shown in Fig. 45 {b). 
The movable electrode is operated by an extension of the 
pump plunger as shown. The time of ignition is con- 
trolled by means of a hand lever indicated by C in Fig. 45 (6). 

The main bearings are lubricated by compression grease 
cups, while the moving parts within the engine are lubricated 
by oil fed from the cup shown in Fig. 45 (a). One of the 
leads from this cup enters the cylinder wall and supplies 
oil to the piston and the hollow piston pin. From the 
latter, the oil flows to the exterior of the pin through a 
hole drilled at right angles to the bore. 

The other lead from the cup enters the wall of the 
crank case and is arranged to drop oil into the interior of 
a centrifugal or ring oiler, not shown in the figures. This 
ring is fastened to the crank cheek with its centre in line 
with that of the crank shaft. A groove is turned on its 
inner circumference so that when in rotation any oil which 
gets into this groove will be pressed against the surface 
of the groove with a definite pressure due to the centrifugal 
action. This oil passes through a hole in the ring into a 
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hole silong the ct'ntri' line of tlir crank pin :\nil then tliroiiull J 
hole !il riglit :iiisli '^ l'> the snrfacc of tlic pin, 
66. The Foos Single-cylinder Horizontal Engine. This J 

engine, cmistriK-ted by the i:-oin]>any of tlit.' same name, 
huilt substantially as shown in Figs. 46 (a), (b), (c) and J 

(d), in sizes from 3 to 90 h.p, to operate on the ordinary! 




I'm. ili li-j.- TLc Iuo.s C:is Liinine, Half-time Mechanism. 

i and liquid fuels. It operates on the four-stroke Otto 
ycle and is governed either by hit-and-miss or by throttling 
lethoda, depending upon the purpose f(jr which power is 
itipplied. 

The inlel and exhaust valves are operated positively by 
IS V and U, Fi(^. 46 (b), respectively. These cams 
1 rollers as shown in Fig. 46 (fa), and the motiosn J 
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givun III tlirs<- rollers arr iransmittal tliroUKh crauks a 
nxhf within the frame (if the enginr- uiilii finally iTnpart€<d 
to till- vnlvi-s hy the boll tTaiiks nhowni iti Figs. 46 (a) and 
(c). The camw arr fastened to the shaft of the large spur 
gear (7, Fijc. 41> (b), which meshes with the pmion on tlif 
crank nhaft as shown. The ratio of diameters for these 




Fici. 49 (c),— The Fooa Gaa Engim-, Settiun Sliowiiig the Valve 



gears is two to one, giving tin- hiilf spewl rpriuired at the 
cams fur four-stroke operation. 

Bit-aiid-miss yorerning is effected bj' cutting out fuel 
only and allowing the inlet and exhaust valves to function 
as usual. The rod J. shown in Fig. 46 (d), causes the 
admission of fuel when it is pushed toward the cylinder 




Ireighta of the govt-rnor G to move out, drawing the spindle 
of the governor toward the gears and pressing on a roller 
I) at the upper c-nil of finger A. The speed of the engine 
lean be regulalcil while in operation by turning the milled 
wheel H, which i*li:i!igos the ptwition of the pin on which A 
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Thp ignition apparal'm U of the mpe jump-spark ti^pe 
anil wjLs ilfHcrilxil .-imi illustrated in Chapter VIII. 

67. The Bessemer Gas Engine. One form of this 
eiigiiif, wiik'li is iiHinufactured bj' the Bessemer Gas Engine 
Company, is shown in Figs. 47 (a) and (b). The former 
ii* an elevation of thp operating side, the latter a longitudinal 
spt'tion on thp eentrc line of the engine. It is a single-acting 
en^ne, operating on the two-stroke principle, is built with a 
erosshoud.and, in the form shown, has an enclosed crank case. 

The open .firfe vf the piston is used for the precompres- 
BJon so that, while the head end of the eylinder is the work- 
intt end a.'* usual, the crank end is really a charging pum|). 

Dtiring the in-itroke of the piston — toward the left in 
Fig. 47 (6) — air flows into the charging pump through the 
air pipe A and the automatic admission valve V. The 
neat of this valve is drilled as shown, the holes connectmg 
with the gas pipe indicated b>- (7 in Fig. 4? (a). The 
valve therefore serves as a mixing valve, achiiitting gas to 
ihr air flowing through it so that, at the end of the instroke 
of the piston, the charging pump is filled with a combustible 
misturc. This mixture is compressed during the outstroke 
until the piston uncovers the inlet port I Fig, 47 (b), at' 
which time the new iliarge begins to flow from the pump to 
lh<* MiRine cylinder through the passage P, and to more or 
kw perfwlly replace the burned gases of the previous 
Mixike, which flow out through the exhaust port'E, 

Tlw liiston compresses this new charge into the combus- 
tHW c*rtinl>er on the next instroke and ignition and expan- 
»w« (rtIK>w in the usual way, the next cylinder charge being 
4|m,«« Mito wwl conipres.sed in the charging pump, wliiie 
^ t^MfC w* have Ijeen following is being compressed 
^ IWiiamlir 1 '" '^ "'"""'' cyhnder. 

^^Mt IS »4t«^' *iy * make-and-break igniter placed 
**MWi»«<****'*'**^ "^ the cylinder and operated from 
^ __^ -Aah *«■ m***** '*^ *^^ P"'^*^ ''°*' indicated by 
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The engine is governed by the quality method, the 
supply of gas to the admission valve, T', Fig. 47 (6), l)eing 
controlled by the throttle valve, T, Fig. 47 (a), which is 
operated l>y linkage from the flyball governor F jus shown. 
The governor is driven from the crank shaft by means of 
gearing. 

68. Engine Manufactured by American Car Wheel Co. 
A representative example of single-acting, tandem (»ngin(»s 
is shown in Fig. 48 (a), which gives a side (^ievation of 
one of several types manufactured by the above* named 
company. This particular model is listed in sizes betwec^n 
30 and 120 h.p , but the company builds other models in 
larger sizes. All operate on the four-stroke* j)rincij)le. 

The longitudinal section of the engine of Fig. 4vS ia) is 
shown in Fig. 48 (6), and a cross-section tlirougli the valves 
of one cylinder is given in Fig. 48 (c). 

As shown in Figs. 48 (a) and 48 ih), tlie cMigine is built 
with a crosshead and with enclosed guides and crank case*. 
The closed construction greatly sini])lifies the lubrication, 
at the same time giving a more cleanly (Migine and engine 
room. 

It will be observed that the part of tii(* piston rod which 
connects the two pistons must pnss through the cylinder 
head of the forward cylinder. This iKH'cssitates some form 
of packing to prevent leakage of high-])ressur(* gas from this 
cylinder. The long water-cooled sl(*ev(* which surrounds 
the rod is bored to give small ck^arance and serves to cool'' 
any gas leaking along the rod, and tiuis nnlucc* the pressure. 
Further leakage of this cooled gas is then j)ractically entirely 
eliminated by cast-iron rings in a stuffing-box fitted to the 
outside of the head as shown. 

Starting is effected by compressed air operating (3n 
the rear piston and admitted through the valve shown 
in the rear cylinder head. 

The cam shaft or half-time shaft is driven by spiral 
gears from the crank shaft, and the inlet and exhaust 
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valvw arc Imlli opcriHwl liy niic niiii on this sliaft as shown 
in Hits. 48 (c> ami 4S iVf i. As in most of the larger engines, 
the inlft vnlvc is .hIkjvi' jind tlie exImuKt valve beneath, 
iiixl hotb operate vcrtieallj'. 

(loprrning is cffcrtM hy tlirottliiift the mixture by means 
■if llic goxemor vnlvc shown in Fifi. 4S (c>. This valve 




. through Vulves, Ai 



Hbeel Co. Engine. 



is merely a eireular grid which is raised and loweret! by the 
governor in sxuih a way as to make its ports register morLi 
or less prrfeetly with the stationary port^i surrounding it 
and leading into tlie mixture pipi' and thence to the inlet 
valve and cylinder. For maximum load, the ports register 
perfectly; for friction load, the valve shifts until the sta- 
tionary ports are almost blocked by t 
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valves arp operatwl by oiw cam as l)efore, l>ut the strofci 
of the inlet valve is mudt' variable and put under governor 
control. This la effectwl by using a movable block, n 
in Fig. 48 ((f) I for the fulcrum of the upper link of the 
iniet mechanism and connecting the governor so as to slide 
this block towani and from the inlet valve stem as required 
to decrease or increase the amount of opening of that 
valve. 

Carried on the stem of the inlet valve and moving with 
it, is a circular gritl with two ports, the lower for air and the 
upper for gas. These ports are so arranged that, as the 
valve opens, air is first admitted and blows away from the 
inlet valve any hot or burning gas which may remain over 
from the last cycle, thus preventing ignition of the new 
charge. The gas port opens with further motion of the 
valve and a mixture is then formed by the air and gas as 
they pass the inlet valve. The relative proportions of the 
mixture arc set by hand by means of the butterfly throttle 
shown in the gas pipe. 

Governing on the larger engines is effected by a combina- 
tion of quantity and quality methods as a result of the 
variable stroke of the inlet valve and the arrangement of 
ports in the grid al>ovc it. For the higher loads, the quality 
of the mixture remains practically constant and is simply 
throttled in proportion to the load by the porta and inlet 
valve. For the lower loads, however, when the motion 
of the valves is small, the air port is relatively wider open 
than the gas port and there is a certain amount of quality 
governing superimposed on the quantity governing, thus 
decreasing the lower loop loss. 

The exhaust valve in these larger engines is made hollow 
and fitted with a hollow stem as shown in the figure so that 
it can be water cooled. 

. The Bruce-Macbeth Gas Engine. This engine is 
made in two- and four-cylinder vertical units. A view aud 
part section of a large, ftiur-cy Under engine is shown in Fig. 
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(a), and a vertical cross-sec' 
given in Fig. 49 (b). 

The engine operates on the four-stroke, Otto cycle, 
[ but the multiiilicity of cylinders gives a well-distributed set 




I of impulse^;, so that coin jta rat ively amall flywheels can be 



The inlel atid exhaust valves, I and E in Fig. 49 (a), are 
iced in the cylinder head with their sterna vertical and are . 
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.^rriett in cagfs so that vitlvc spring, nnii cage are eaxily 
removed at* ft unit (ur insjKictiuu or griTiding. The valvis 
■ire o(KTattHl by short roekcr arni^ fnini an overhead rara 
laft nii indicated in Fig. 411 (b). This shaft is driven 
.: half the spet'd of the crniik sliaft i>y means of bevel and 
jur uejirf iind inteniirdial^' horizontal and vertical shafts 
s shown in the minw figure. The verticaJ shaft ca 
he governor, the operation of wliich will be described later. 
Ab in niosf vertiirni i-njyiu's dewgncnj in tliis country- 
this engine Im biiiit with an encloned a-ank case fitteil with 
large rcniovublc plates whieh givo irmly access to the interior. 
The lower part of this case i« filleil witii oil to such a level 
that the lower ends of the conniu'lins rods strike the oil 
when near their lowest jTOsitioiiH and thus splash it around 
within the eivse and over the various paHs which require 
lubrication. This is known as the splask nystem of lubrica- 
tion and is very commonly i:aei with this type of engine, 
although there is now a tendency to atlopt pressure feed to 
the principal rubbing surfaces in large; engines so a.'' to 
make lubrication more certain and less a matter of chance. 
(loverniiig i.s by throttling, the governor collar operating 
the double throttle valve by means of the lever L, which 
is pivoted at the centre line of the engine as shown in 
Fig. 4!) (ft), ("hitwarti movement of the governor weights 
with increasing speed nisiilts in moving the governor end 
of the lever L downward, thus moving the throttling valve 
upwartl. It will lie observed that the gas and air are 
llirottled separately and that they flow through separate 
Ijassages after pas-sing the throttle valve. They remain 
separated in this way until they reach the inlet valve, 
/ in Fig. 49 (o), the mixture being formed as they pass that 
valve. There is, therefore, no mixture stored outside of 
the cylinder and backfires cannot occur. 

The proporlimi of gas to air is set bj' hand by means 
of the indicating ga.s and air valves 1' and V shown in 
Fig. 49 (b). 
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Ign^on is hy means of n high-tension jump spark, tli^ 
spark plug or plufp«, P in Fig. 49 {b), being located at the 
(ride of the comliustion spare. 

Starting i.* fffected by the tise of compressed air, which 
is aihnittH Ibrough llie v:ilvc li'tteretl A in Fig. 49 (6). 

70. The Buckeye Gas Engine. The Buckeye Engine 
Company manufactures Ixitli .single-acting and double-aeting 
tandems, but only the latter tJT>e will be described. A 
view of this enfijne is shown in Fig. 50 (a), and a longitudinal 
section is shown in Fig. 50 (6). 

(6) There are, as in all engines of this type. Jive prin- 
cipal stationary parts, namely, the m^n frame or bed, 
the cylinder connected therewitli or the bed end cylitideT, 
the intermediate or distance piece, the far or <mt end 
cylinder, and the tail piece. The bed is rigidly bolted 
to the foundation, but the distance and tail pieces are 
free to slide back and forth in the direction of the length 
of the engine, thus permitting changes of length with 
varj'ing temperature. 

The cjilinders are cast with a .split jacket, that is, part 
of the jacket wall is omitted at the centre of length of the 
cylinder as shown in Fig. 50 (b). This opening is later eloscti 
by means of a band dr.awn tight by bolts as shown in Figs. 
50 (o) and 50 [b). This construction, which is now used 
on nearly all large gas-engine cylinders, simphfies the cast- 
ing, prevents excessive casting strains, and prevents tem- 
perature stresses resulting from the differential expansion 
of the jacket and working bore. 

The cylinder ends are closed with water-cooled heads as 
shown in Fig. 50 (b). Metallic packing outside of these 
heads prevents the leakage of gas around the rod. 

The water-cooled pistons are clamped again.st shoulders 
on the wat«r-cooled rods by large flush nuts as shown in 
Fig. 50 (b). The cooling water enters the system through 
a sliding connection at the intermediate crosshead and 
flows in both directions through ibe toAs aiii. -pia'wstiB, \«vV\V 
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it in fiiinllv tliscliarKi'd iiitu fhamlicrs in llie frame from 
pipes fjirricil by the iiiujn and tail cmssheads. Such a pipe 
is sbowu in Fir- 50 (6) baDging down from the taxi cross- 

The iTtUl valirg, as usual in this type; art' p^ced at the 
tiips of the cvlinderci and the exhaust valves ar& located 
below. The arrangement is well shown in Fifrs.'5S0 ('') 
and 50 (c), the latter being a cross-seetion throu^i a 
eombustion chamber. The exhaust-valve cage is very 
carefully water eooled and in large sizes the exhaust 
valves are similarly protected. Both" sets of valves 
are operated from a half-time shaft by means of eccen- 
trics and rocking levers as shown to best advantage 
in Fig. 50 (c). 

The goferning mechanism used on these engines is par- 
ticularly interesting. It produces a combination of quality 
and quantity governing so arranged that at the higher 
loads (above k or J, depending on gas used) the governint; 
is almost entirely effected by decreasing the amount of 
gas in the charge, thus maintaining a high compression 
pressure. For lower loads, the proportion.^ of gas and air 
remain more nearly constant, the governing being done 
almost entirely by throttling. Thus the mixture is never 
made so lean that abnomially slow burning results, and the 
efficiency is well sustained over a large range. 

Governing is effected by means of the double-seated 
throttle valve T and the gas valve 1'. The throttle 
valve T is alwaj's open, but the degree of opening is 
varied by the governor which moves the lever L, and, 
with it, the lever L' about the pin in the upper end of 
the small bracket. The governor connection is not shown 
in the figure. 

The gax eatre V i» always closed when the main inlet 
viilve is closed. I)eing held to its seat by the spring S. It i.s 
opened when necessary by the collar C on the gas-valve 
stem, which is drawn up by the arched lever A which ful- 
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cnims on the en<i of the lever L and 13 moved when the 
inlet-valvo operating Wer () depresses that valve by rota- 
ting dorkwise ahoui thf pin at its left hand end. When the 
engine i.s carrj'iQK the niuximum lonfi, the valves T and 1' 
so proportion the mixture as to give maximum efficiency. 
As the load falls off the lever L is. moved clockwise by tbe 
pivemor so that the opening of the throttle valve T and the 
lift of the ga.s valve I' are both decreased. At full load, 
the opening of the throttle valve T is so great that the de- 
rreased o|)ening occurring witli falling toati has little throt- 
lliiig effect until the load ha,-* fallen to between j and J of 
maximum, the exact value varying with the gas used. It 
thus results that, for the higher louds, there is practically 
no throttling so far as the total charge is concerneil, but that 
the quantity of gas in tliat charge is decreased. 

J-'or further tlecrease in load, the throttling effect of the 
valve T becomes more imjjortant while the variation in 
the lift of the valve 1' becomes less important, so that the 
fjuality of the mixture remains more nearly constant anrl 
governing is due almost entirely to throttling of the 
mixture. 

The collar C on the gas-valve stem is placed in such a 
position that the stem may rise a certain distance at all 
loads before the gas valve is open. As a result, when the 
inlet valve first opens, air only passes the throttle T and enters 
the cylinder, thus blowing away any hot or burning gases 
remaining over from the previous stroke. Similarly, the 
ga? valve closes before the inlet valve is entirely closed so 
that the mixing chamber outside of the throttle valve and 
the pa-ssage outsiile of the inlet valve are left full of air and 
not of mixture. It is thus impo^ble to get a backfire 
when the inlet valve is next opened. 

Ignition is effected by the electrically operated igniters 
A', Figs. 50 (a) and ie). Two are used so as to increase 
reliability and also to increase tlie rapitlity of combustion 
with slow-burning mixtures. 
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Lubrication m thi- niEinc shown is by forced feed, the 
>uitoQS and cvliiiilt-rs iirt- supplied with lubricating oil by 
MVU19 of a pump clrivni from the end of the half-time 

ft as shown in Fi(;. 50 {a), while the crossheads and 
ain bearings are supplied with oil under gravity head as 
lowu iu the same figure. 



CHAPTER XIII 

MODERN TYPES OF OIL ENGINES 

71. The Peterson Kerosene Engine. This engine is 
made by a number of firms operating under the patents 
granted to John and F. E. Peterson. It is very simple and 
represents a satisfactory commercial solution of the kerosene 
problem in the case of small engines, this type being built 
only up to 10 h. p. 

In Fig. 51 (a) is shown a view of the engine and cooling- 
water tank mounted on skids, a very convenient arrange- 
ment for agriculturists and similar users of small power. A 
section of the engine with the fuel-feeding device slightly 
distorted is given in Fig. 51 (6). Fig. 51 (c) shows details 
of the fuel-feeding device to a larger scale. 

The engine operates on the two-stroke principle^ using 
the crank case and open end of the piston for a charging 
pump. On the upstroke of the piston, air is drawn into 
the crank case through the air valve A in Fig. 51. (6). On 
the return stroke, the air thus trapped in the crank case is 
compressed by the descending piston until the latter uncovers 
the inlet port / in the cjdinder wall. When this occurs, 
the air rushes through the by-pass 7?, strikes the deflecting 
plate D on the piston, turns upward and, in the ideal case, 
completely displaces the burned gases of the previous 
cycle by driving them out through the exhaust port £', which 
was uncovered by the piston just before it uncovered the 
inlet port /. 

While the air is entering the (cylinder a charge of fuel 
is sprayed into it from the nozzle .V in a way which will 
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be explained later Thu when the piston sta 
up trokc there i i charge of combustible mixture above it, 
ind as con i thf porta hd\e been ro\ered, compression 
begins Igmlion is effecttd near the end of the compres- 
sion stroke by mean of the jump- pirk pUig shown in the 




L 



head of tlie cylinder and the expansion follows as the pis- 
ton again moves out. 

The fuel-feedwg device, shown in detail in Fig. 51 (c), 
operates in the following manner: the float F controls the 
fuel level by means of the ball carried at the lower end of 
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litiR off ihc fiipl supply pi|)c whenever the 

VI attainpd. The lower ball, which is perfectly 

. ..rix »i ily lis n chfck valve t« prevent the fuel in the 

«T C ..om flowiitfi; Imek to the storage reservoir. 

lis wseriwiV is Uw-ated below the level of the chamljei 

lid the fuel flows into (' ilunn^ theupstroke of the piston 




I (f), — Fuel Feeding Appiiralus for the Peterson Engine. 



because of the pipe P, which connects with the crank 
ease, thus insuring a low pressure in C when there is a low 
pressure beneath the piston. 

When the piston moves down and compresses the air 
in tho crank case, this higher pressure acts on the fuel 
surface in C, so that, when the nozzle within the inlet port 
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of the engine is uncovered by the piston, fuel is sprayed or 
atomized into the cy Under. As the new charge of air is 
also passing into the cylinder at that instant, the fuel 
spray is picked up by this air to form a combustible mixture. 
This action is assisted by the hot deflector plate D against 
which air and fuel strike as they enter the cylinder. 

Governing is effected b}^ throttling at the air inlet valve 
A J the lift of this valve being controlled by the governor. 
For light loads, only a small quantity of air enters the crank 
case and it follows that the highest pressure attained in 
the crank case will be correspondingly low. This will 
result, however, in spraying less fuel during admission 
and the quantity of fuel will, roughly, follow the quantity 
of air. 

While this engine is primarily intended to utilize kerofiene, 
it will work equally well on gasoline or other volatile fuel. 

72. The Hornsby-Akroyd Oil Engine. This engines 
which is of English origin and was one of the first to suc- 
cessfully utiHze kerosene, has been made in this country 
by the De La Vergne Machine Company for a number of 
years. During this time it has been considerably improved 
in detail, so that it is now capable of handhng most of the 
heavier petroleum fuels. It is used with oils testing down 
to about 25° B^. It is built in single-cylinder units up to 
85 brake horse-power, and in double or twin units up to 
100 h.p. 

An external view of the single-cylinder engine is given 
in Fig. 52 (a), a longitudinal section in Fig. 52 (b) and a 
cross-section through the valve box in Fig. 52 (c). 

This engine operates on a four-stroke cycle practically 
identical with that of Otto so far as the valve and pis- 
ton events are concerned. The inlet and exhaust valves 
are carried in a box fastened to one side of the cylinder 
as shown in Fig. 52 (c). the gases enterinjj; and leaving the 
cylinder through the valve port shown in Fig. 52 (6). The 
valves function like thos(^ of any four-stroke Otto ew^iue 



XIll. MODERN TYPES OF OIL ENGINES 



159 1 



with the exception that the inlet valve admits air only l 
during the suction stroke. 

Fastened to the head end of the cylinder is a vessel \ 

xailed the vnporizer, which communicates with the interior 

f the cylinder through a comparatively narrow port or neck 

8 shown in Fig. 52 (6). This vaporizer is heated to a dull 

. by means of a blow torch hefori; starting the engine, 
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ICT which the combustion which occurs within it hherates 
nfitcicnt heat to keep it at the proper temperature. 

While air is being drawn into the cylinder during the 

Btion stroke the plunger oil pump, which is operated \ 

I the inlet valve lever as shown in Fig. 52 (c), forces I 

pehai^ of oil through a spray nozzle into the beate 

The oil is vaporized by the hot walls, buj 

t bum as there is practically no oxygen within J 
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vnporiscr. DurinR the rompression stroke, some of the 
(■>-lmd(>r <-hargi> of air is forced into the vaporizer, and 
toward Ihr ftwl of that stroke the mixture thus formed 
rearhoR romliuntible proportions and is ignited by the hot 
\valli«. rausiuR a rapid rise of pressure similar to that of the 
Otto oj-olr. The hot gaties then expand and are finally 
di-^kai^od through the exhaust vatve. It should be oh- 
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served that the vaporizer remains filled with hot burned 
gases at the end of the exhaust stroke, thus preventing too 
early ignition of the next charge of oil. 

Governing is very simply effected by making the oil 
pump discharge more oil than can be used even at full 
load, and by-passing the excess back to the oil reservoir 
by a valve under governor control as shown iu Fig. 52 (o). 
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This tjpc of eagine seldom gives a thermal e^ciency 

1 the brake higher than alwut 18 per cent, which is con- 

wderably lower than the value attained Ijy oil engines of 

Uter type, hut it has iho advantage of being lighter, cheaper, 

nnd simpler than the more economical engines. 

The vaperiier gradually fills up with carbun formed by i 
" cracking " of the oil during vaporization and it must J 
iherefore be cleaned out at intervals. With light fuels, 
]deaning need not be of frequent occurrence, but the \ 




periods between cleanings become very short with some of 
the heavier oils. 

73. The Muncie Oil Engine. This engine is built by 
i Muncie Gas Engine and Supply Company, and ia aold 
I operate on all petroleum fuels from gasoline to crude j 
usive. Its greatest field of application is in the use j 
|f kerosene and the distillates. 

A view of the working side of the engine is given in I 
Eg. 53 (a) and a longitudinal section in Fig. 53 (b). 
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The Muncie oil engine operates on the two-stroke prin- 
ciple, the crank case being used as the charging pump and 
handUng air only. Air is drawn into the crank case through 
the valve A during the compression (** in ^^) stroke of the 
piston, and is compressed during the outstroke in the usual 
way. 

When the piston uncovers the inlet port /, the air 
passes from the crank case to the cylinder and more or less 
perfectly replaces the burned gases of the previous cycle. 
The return stroke of the piston then compresses this air, 
together with water, adftiitted from the jacket through 
the regulating valve W, and fuel vapor formed by injecting 
oil through the injection nozzle A', so that some of it falls 
onto th£ metal lip L. 

Ignition is effected by the hot bulb B, into the interior 
of which the air carries part of the fuel vapor during com- 
pression. This bulb is heated for starting by means of a 
blow torch shown in Fig. 53 (a). During operation the 
successive internal combustions maintain the required 
temperature. 

The use of water prevents proignition, smoky exhaust, 
and carbon deposits as already indicatcnl in a previous 
chapter. 

74. The Elyiia Oil Engine. This engine, made by the 
Elyria Gas Power Companj^, may be described as a f^emi- 
Diesel type. It operates on a cycle like that of the Diesel 
engine, but this cycle is modified in such a way that the max- 
imum pressure attained in the cylinder is lower than that 
in the case of the common Diesel engine. As a result, 
the engine can be built lighter and, therefore, cheaper, and 
the problem of attendance is also simplified. 

A view of the engine is given in Fig. 54 {a) . Fig. 54 (h) 
shows a longitudinal section through the working cylinder, 
and Fig. 54 (c) shows a similar section through the air pump. 

The engine operates on the two-stroke principle, scaveng- 
ing air being furnished by the differential piston P', which 
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is rigidly fastened to, and moves with, the main piston 
P. The dififerential piston carries the wrist pin and acts 
as a crosshead, thus relieving the main piston, which must 
be tight against high gas pressures. The scavenging air 
is drawn into the scavenging pump through the pipe S 
and discharged at a pressure of about 6 pounds gauge 
into the pipe JK, which acts as a receiver. Admission and 
discharge are controlled by the piston valve F, which is 
really an extension of pump piston Ai (to be described 
later) and which serves as a crosshead for this pump. 

Air passes from the receiver, through the inlet port /, 
when the main piston P is at the outer end of its stroke. 
Part of this air serves only as a scavenger, being lost through 
the exhaust port E with the burned gases; part, however, 
remains and fills the cylinder when the piston starts on the 
return stroke. This air is compressed into the clearance 
C and attains a pressure of about 400 pounds per square 
inch. This is 100 (or more) pounds lower than the pres- 
sure commonly used in Diesel engines. 

At the end of the compression stroke, the fuel needle 
valve N is raised and the oil is atomized into the clearance 
space by high-pressure air as in the ordinary Diesel engine. 
This fuel injection continues at full load during the first 
10 per cent of the stroke. The temperature attained by the 
air in the clearance space is high enough to ignite even 
heavy oils, despite the low compression pressure, because 
of the uncooled cylinder cover U and the false piston head 
H which are used in this engine. 

The air used for blasting the fuel is compressed in three 
stages. The first stage occurs in the scavenging pump; 
the second stage is effected by the piston Ai, which draws 
air from the reservoir R through the valve B and discharges 
it through the valve Z) to a receiver placed near the engine. 
The third stage is effected by piston A 2, which discharges 
through the valve F directly to the fuel valve. 

The j>ressure maintained in the receiver to which the 
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second stage discharges is about 175 to 200 lbs., and this 
air is used in starting the engine as well as for a supply 
for the third stage. The third stage discharges at pressures 
between 500 pounds (for light loads and light fuels) and 
1000 pounds (for maximum loads and heavy fuels). 

The fuel oil pump, indicated by in Fig. 54 (a), is 
driven by a Rites Inertia Governor through the linkage 
sho^iTi in tlie figure, the stroke, and hence the quantity of 
fuel, being varied to suit the load. 

Unlike the pure Diesel type, this engine will not, in 
general, pick up its cycle when rotated by high-pressure air, 
because the low compression pressure does not create a 
sufficiently high temperature to cause ready ignition. Pro- 
vision is therefore made for starting on gasoline, when 
necessary, and then changing to the regular fuel when the 
engine has attained a sufficiently high temperature. 

The makers claim that this engine will operate sat- 
isfactorily on any fuel oil, and their full-load guarantee 
corresponds to a thermal efficiency on the brake of about 
20 to 22 per cent. This is considerably lower than the 
vahies which can be attained by Diesel engines, but this 
is partly or wholly counterbalanced by lower first and 
maintenance costs. 

75. The Diesel Oil Engine. The Diesel Oil Engine 
has come into very extensive use during the past decade. 
It is made by numerous firms in Europe and by several 
in this country. In its various forms, it is without question 
the most perfect type yet developed for the utilization of 
the heavier petroleum fuels and the by-product tars and 
oils. Combustion can be made so nearl}^ perfect that the 
exhaust is absolutely smokeless and odorless even with the 
heaviest fuels. 

The thermal efficiency on the brake is also higher than 
that of other internal combustion engines. The engine 
is, however, handicapped by the facts that very high pres- 
sures are used and that there is a great multiplicity of 



XIII. MODERN TYPES OF OIL ENGINES 169 

small parts upon the perfect functioning of which continued 
operation of the engine depends. As a result this type of 
engine must be built both heavy and well, and it requires 
a very high class of attendance to keep it in successful 
operation. The first cost and the maintenance costs are 
thus higher than with other internal combustion engines 
and, with the cheap fuels still obtainable in this country, 
this fact has operated against the extensive use of Diesel 
engines. Conditions are different in Europe and there this 
engine has been very widely adopted. 

The construction adopted by the Busch-Sulzer Diesel 
Engine Company of St. Louis is shown in Figs. 55 (a) and 
55 (6). The first of these is an elevation, part view and part 
section, of the front or operating side of a three-cylinder 
engine, The second shows a vertical section through the 
center line of the first cylinder, the section being slightly 
shifted at the top so as to pass through the centre line of the 
valves in order to show them to better advantage. 

This particular type of Diesel engine operates upon a 
four-stroke cycle, but there are a large number of Diesel 
engines built by other manufacturers which complete a 
cycle in two strokes. 

The valves are operated from a half-time cam shaft 
located within the crank case as shown in Fig. 55 (6). This 
shaft is driven from the crank shaft by spur gearing, the 
driving pinion being located under the first cylinder as 
shown in Fig. 55 (a), and the cam shaft gear being driven 
through an intermediate gear as shown in Fig. 55 (6). 

The admission, exhaust, and fuel valves are located 
in a lateral extension of the cylinder head as shown in Fig. 
55 (6). This construction is quite different from that 
extensively used in Europe, where all valves in engines of 
this type are placed, plate down, in the cylinder head, 
the fuel valve at the centre with the admission valve on 
one side of it and the exhaust valve on the other side. 
As shown in the figures, all valves are operated by vertical 
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push rods with the addition of levers at the top in the cases 
of the admission and the fuel valves. 

These push rods are arranged in groups of three, one 
group for each cylinder, as shown in Fig. 55 (a). Reading 
from left to right in that figure, they are admission-valve 




Fec. 55 (a). — Side Elevation of the Busth-Sulzer Diesel Engine. 



push rod, exhaust-valvc push rod and fuel-valve push rod. 
On the first cylinder an extra rod is installed to control 
the admission of starting air as shown in Fig. 65 {a). This 
extra rod is put into operation and the fuel-valve rod is 
put out of operation by means of the starting-cam shifter 
shown tieneath the first cylinder in Fig. 55 (a). 
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The fuel is supplied to the fuel valves by means of fuel 
pumps, there being one pump for each cylinder. These 
are shown at the right-hand end of the engine in Fig. 55 (a). 
They are operated by eccentrics on a shaft geared to the 
cam shaft. 




Fig. 55 (b). — Section of the Buach-Sulzer Diesel Engine. 



The pumps are so timed that a chaise of oil is delivered 
to the fuel valve of each cylinder (through connections 
not shown in the figure) before the completion of the com- 
pression stroke in that cylinder. At the end of the com- 
pression stroke, the fuel needle is raised and the fuel charge 
is driven into the air in the cylinder in a very finely divided 
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(" atomized ") condition. The compression pressure and 
the temperature in Diesel engines are so high that ignition 
is spontaneous and the fuel bums at about the rate at which 
it is injected. No igniting device is therefore required. 

Injection of fuel continues during about the first tenth 
of the stroke at full load. The quantity deposited in the 
fuel valves, and hence injected into the cylinder, is reduced 
by governor action for fractional loads. 

The fuel valve is water jacketed to prevent abnormal 
heating, which would impair the mechanical action and 
might cause the cracking of certain fuels. 

In the type of Diesel engine here illustrated the air used 
for blasting the fuel is compressed by a separate air com- 
pressor. In other types the air compressor is often incor- 
porated in the structure of the engine and driven from the 
crank shaft. Such pumps are made to compress in two or 
three stages, depending on the maximum pressure desired. 
This pressure varies with the character and quantity of 
fuel; with light, mobile fuels at fractional loads, pressures 
of the order of 600 to 700 pounds per square inch are used, 
but for very heavy, viscous fuels at full load, pressures 
greater than 1000 pounds have sometimes been found 
necessary. 



CHAPTER XIV 
GAS-ENGINE AUXILIARIES 

76. Starting Devices. The necessity for some kind 
of a starting device for all types of gas engines except the 
smallest, is obvious. Up to about 10 or 12 h.p. they can 
be started by hand, either by simply turning the fly- 
wheel over rapidly until the proper mixture is drawn in 
and ignited, or else by drawing in a new charge, then revers- 
ing the direction of rotation for part of a revolution to 
compress it, and finally operating the sparking mechanism 
by hand to cause combustion. 

As the sizes increase, however, it becomes impossible 
to use these means of starting because of the power required 
to overcome friction and to compress the charge, therefore 
other methods have been developed. The more common 
systems are considered in the following paragraphs. 

The most common as well as the most reliable method 
of starting gas engines of any size is by means of com- 
pressed air. In some of the smaller sizes, as the engine is 
being shut down, it pumps air into a tank, while in others 
a small hand-operated air compressor is used to charge the 
tank. But for all the larger sizes it is customary to install 
a completely independent, belt-driven air-compressor plant. 

A starting pressure of from 100 to 250 pounds is employed. 
In the case of single cylinder engines, this pressure is applied 
to the piston after turning the engine over until the crank 
is past the head end centre, and it is automatically shut 
off and reapplied until the flywheel has acquired sufficient 
momentum to draw in and compress a combustible charge. 
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In multicylinder engines one cylinder may be used in this 
way until the others have " picked up," or the air valves 
may be so arranged that air acts on some or all of the pis- 
tons until the flywheel has acquired sufficient momentum, 
after which the air is shut oflF and the flywheel drives the 
engine until it picks up. 

Another method of starting gas engines is known as the 
fuel mixture method, which, however, is becoming almost 
oksolete, except in the case of engines using illuminat- 
ing gas and in the case of certain automobile engines as 
will be noted below. The mixture is admitted to the cyl- 
indcT (after the piston has been set well up toward the 
beginning of the expansion stroke) and it is then ignited, 
usually by meaa«? of a flame or spark. The pressure, 
although small, is enough to drive the piston forward, 
after which regular operation continues. 

Some automobile engines are now started by forming 
a mixture of acetylene gas and air within the cylinders 
and igniting this mixture. The acetylene is supplied under 
prt^ssurc from the tank conimonly carried on an automobile 
and may be distributed to the cylinders in proper sequence 
to duplicate normal operation by means of mechanically 
oix^ntttxl valves. Or, it may hv used to give one impulse 

M\lv. depending on the fly-wheel to carry the engine over 

tht^ starting ix riod. 

i>no of the simplest and most satisfactory methods, 

J. current is available, is starting by electricity, which 

' \ s \.\i\o in several ways. An electric motor may be 

- 5 \ 1 rack on the flywheel, the motor being auto- 

'^'^ V • th!i>^^ ^^^ ^^ ^^^^ when the engine picks up. 



V*^ 



V Ivnanio as a motor, from some other source 



^M^hixi where the engine is attached to a dynamo, 

111 the engine has attained sufficient speed 

it'^*^ ^ " ,^?^g. where other engines are in operation 
^ -^iWP* :pw«^ ^^ ^^y j3g taken from a line shaft, 
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it is easy to transmit the motion to the engine which is to 
be started. Some of the larger installations were formerly 
equipped with small engines, on the shaft of which was a 
small pinion meshing with teeth on the flywheel of the large 
machine. The small engine was automatically disengaged 
when the large machine picked up its cycle. 

77. Mufflers. When an engine exhausts directly into 
the atmosphere it sets up sound waves in the air, because 
of the sudden discharge of gases at a high velocity. The 
disagreeable noises resulting are conunonly termed explo- 
sions. 

In order to get rid of these noises an appliance called 
a muffler is attached to the exhaust pipe. This muffler 
prevents the sudden impact of the high-velocity gas directly 
upon the outside atmosphere by causing the velocity to 
be considerably reduced and by making the flow more 
nearly continuous. 

A very long plain pipe would act as a muffler, since 
the air or gas contained in it would have enough inertia 
and elasticity to absorb the discharge impacts so that 
the resulting outflow would be practically continuous. The 
pipe would in general, however, have to be prohibitively long, 
so other methods must be adopted. 

The ideal muffler should convert the intermittent dis- 
charges of high temperature gas into a perfectly uniform 
discharge at a comparatively low velocity and it should do 
this without offering appreciable resistance to the flow, 
as this would increase the back pressure on the engine and 
decrease the power output. 

The gas leaving the engine has a high temperature 
and pressure and if the temperature is reduced the pressure 
will be reduced. A muffler should, therefore, be constructed 
so as to reduce the temperature of the exhaust as far as 
possible. This is done by radiation to the atmosphere in 
some cases and by water injection or jacketing in others. 

Cooling will not, in general, smooth out the intermittent 
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discharge to a suflElcieiit extent, and some sort of baffling 
or expanding dtoices must also be incorporated so as to 
retard high-velocity gases and make the iSow more nearly ' 
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Fig. 56. — Types of Mufflers. 

continuous. Such baffling devices must be carefully designed 
because the exhaust gases leaving the engine may have a 
velocity in the neighborhood of 8000 feet per minute, or, 
roughly^ 90 miles per hour. It is obvioxis that sjo:^ oVi'&\s:>3kR.- 
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tion in the exhaust pipe would offer a large resistance to the 
flow, and consequently would reduce the power output v 
of the engine to a serious extent. 

A number of typical mufflers are shown in Fig. 56. It will 
be observed that those shown in a, b, Cj and d use baffling 
devices to make the paths traveled by the gases long and 
circuitous so that the gases have time to cool and to lose 
part of their initial high velocity before being discharged to 
the atmosphere. The types shown in 6, c and d also break 
the gases up into numerous small streams which are so 
guided as to waste a great deal of their velocity energy by 
impinging upon the walls and upon each other. 

The form shown in Fig. 56 (e) is of a radically different 
type. The exhaust is discharged tangentially into a cast- 
iron pot and leaves through a vertical pipe connected at 
the centre of that pot. The high initial velocity is partly 
lost by cooling, is partly expended in overcoming its own 
centrifugal effect, and is partly used to push away the 
gases already within the pot. As a result, the discharge 
from the central pipe is fairly steady and has a compara- 
tively low velocity. Perforated baffle plates are also used 
with this type. 

All mufflers must be built strong enough to resist high 
pressures which may be caused by the ignition of a charge 
which was not burned in the engine. 
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CHAPTER XV 

AMERICAN PRACTICE IN THE RATING OF INTERNAL- 
COMBUSTION ENGINES 

78. Explanatory. The data contained in this chapter 
are condensed from the results of a very elaborate investiga- 
tion* of American practice in the rating of stationary 
internal combustion engines. As these results were de- 
duced from a study of over six hundred representative 
engines, including the product of every well-known American 
builder, and sizes from the smallest to the largest made, 
it is thought that the results constitute a true average. 

Due to the large number of variable factors entering 
into the design and rating of stationary gas engines, it 
would seem at first impossible to derive any empirical 
formula or set of formulas which will take into account all 
of these variables with any degree of accuracy. However, 
it was found that such formulas could be obtained, represent- 
ing a grand average of general American practice, and 
although not applying in every detail to any one set of 
engines, yet showing to a nicety wherein lies the " safe and 
sane '' design. 

In order to determine average curves for gas-engine 
rating, it is necessary to consider several fundamental 
principles, as: (1) type of engine, horizontal or vertical; (2) 
arrangement and number of cylinders; (3) kind of fuel 
used; (4) volumetric, thermal and mechanical efficiencies, 

* Thesis, "American Practice in the Rating of Internal Combustion 
Engines," presented to Sibley College for degree of M.M.E. by Messrs. 
T. C. Ulbricht and C. E. Torrance in June, 1912. 
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etc. These facta are all accounted for in the following 
curves and equations which are derived in logical order. 

79. Determination (tf Rated Brake Horse-power. Rated 
brake horse-power per working cylinder end may be con- 
sidered as a function of the product t^/n, where d=diameter 
of cylinder in inches; / = length of stroke in inches; and 
n = r.p.in., so that, in the average case, where the fuel used 
by the engine is known, the rated d.h.p. is dependent 
upon the above values. 

Fig. 57 shows the average curves obtained for the 
various gases and fuel oils, by plotting the values of the 
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product d^ln (as abscissa;), against normal rated d.h.p. 
per working cylinder end (as ordinates). The equation of 
each average curve is given below:* 



* All curves and equations are for Btstionary four-stroke Otto 
cycle enginee only. 
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For engines using producer gas: 

(1) d.h.p. = rTrTT7T;— 2.0 (average, all values). . . . (14) 

/o\ ,1 K « - *P^" 1 n (average, single-acting hor. ,, ,. 
U) d.h.p.-j.y^-1.0 and vert, engines) '• ^^^^ 

/i\ Au^ ^^'^ A n (average, double-acting .,„, 

(3)d.h.p. = 2o— -4.0 horizontal engines) ' " ' ^^^^ 

For engines using natural gas: 

(l.h.p. = yy-2.^.— 5.0 (average all arrangements). . (17) 

For engines using illuminating gas: 

il h n =_^'!? 9 (average, single-acting hori- 

''•"•*'• 15,700 ''•" zontal and vertical) ' ^^^^ 

For engines using blast-furnace ga^: 

,1 u ,, _ ^"^'' ^ n (average, double-acting 

'^•^'•^'- "21,000"^*^ horizontal) ' ' ' ^^^■> 

For engines using gasoline: 

H h n =-^!L _n ^ (average, single-acting hori- 

^^ ^^' 16,400 zontal and vertical) * ^"^^^ 

For engines using oils and distillates: 

Ah - ^^^^ 7^ (average, single-acting hori- . . 
21,875 ' zontal and vertical) ' 

Where 

d.h.p. = rated brake horse-power per working cylin- 
der end; 

d = cylinder diameter in inches; 

Z = length of stroke in inches; 

n = r.p.m. 
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Thus it is evident that the normal rated brake horse-power 
of an engine can be determined when the cylinder diameter, 
stroke, r.p.m., and kind of fuel are known. 

80. To Determine BorCi StrokCi and r.p.m. The 

following steps are convenient in determining the speed 
and dimensions of an engine to deliver a certain power with 
a given fuel: 

(a) To find the r,p.m. The investigation referred to 
showed that the average curve for each type of engine 
takes the form of a rectangular hyperbola, the equation of 
which can be readily determined. 

The results are as follows: 

Far single- and multi-cylinder , single-acting, vertical 
engines: 

'••p'°= d.hr+i4 +^^^ (22) 

For single-cylinder, single-acting, horizontal engines: 

3020 

(1) r.p.m. = j-j^ — T;g+ 128 (for gasoline). . (23) 

Clt\Qf\ 

(2) r.p.m. = j^— ^+131 (for gases). . (24) 
For single-acting tandem engines: 

^•P-'°= d.h.r+4.5 +^^ (25) 

For double-acting horizontal power engines (not applicable 
to bUywing engines): 

9500 
^•P'°-=dXM:29+^2 (26) 

Having determined from the equations the r.p.m. 
for the assumed b.h.p. and fuel, substitutions in the proper 
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one of the equations numbered 14 through 21 will give 
tPl for the desired ei^ne; so that it now remains merely 
to properly proportion the cylinder diameter, d, and the 
stroke, /. 

(6) Relation of Stroke to Diameter. The definite rela- 
tion between the cylinder diameter d in inches (ordinate) 
and the length of stroke I in inches (abscissse), is shown in 
Fig. 58, from which the following equations were derived. 
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For single- and multi-cylinder, single-acting, vertical 
engines: 

d=0.9U-0.45 (27) 

For single-cylinder, single acting, horizontal engines: 

<f=0.667H0.4 (28) 

For single-acting tandem engines: 

d = 0.772/+0.55 (29) 
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For double-acting horizontal engines: 

(1) d=0.533Z+4.0 (natural gas). . . . (30) 

(2) d = 0.667/+2.0 (producer gas) . . . (31) 

Problem. Assume a 100 d.h.p. single-cylinder, single-acting, 
horizontal engine, operating on producer gas, and running at its 
normal speed for rated load. Determine the dimensions of the 
above engine by means of the preceding equations. The steps 
would be as follows : 

From Eq. (1), 

, , dHn _ . 

giving 

and from this 

(i% = 1,887,000. ....... (a) 

But from Eq. (24) 

'^•p-^-=ih:;:T2r+^^^' 



giving 



and therefore 



^•P-"'-=iS^i+^^^=^^^' (^^ 



^„ 1,887,000 ,^,,, 

^^^ = ^^^=10,145 (c) 



Now from Eq. (28) 

(i=0.667Z+0.4, 
which gives 

Z = 1.5c? -0.6, 
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and 8ub«tituiiiig this for I in Eq. (c) above gives, after rearrange- 
ment, 

d»-0.4</«- 6766 .715, 

from which 

d«19 inches (approx.). 

Therefore 

/«1.W -0.6 -28 inches. 



Hence the required engine dimensions are: 
Cylinder diameter = 19"; 
Stroke =28"; 

r.p.m. -=186"; 

d.h.p. =100 (total). 



CHAPTER XVI 

METHODS OF TESTING 

81. Object of Tests. When the size of the engine 
I)ermits, tests are usually made in the factory to ascertain 
the proper setting of the governor for speed regulation; 
the correct timing of the igniter apparatus; the correct 
amount of compression; the proper timing of the valves; 
and also to bring out any defects in material or operation 
before placing the machine on the market. The common 
objects of commercial tests as made by purchasers are, 
however, the determination of the power which the engine 
is capable of developing and the fuel consumptions at full 
and fractional loads, i.e., the fulfillment of contract. 

If a still more exact knowledge is desired, not only of 
the engine performance, but also of the intricate heat inter- 
changes, losses, etc., a careful laboratory test must be made 
by a trained engineer. 

The necessary data of such a test vary with the objects 
of the test, but a number are common to all tests in which 
economy must be determined. The data listed below are 
those which would be obtained in a complete commercial 
test: 

(1) Quantity of fuel supplied. 

(2) Calorific value of fuel. 

(3) Indicated power. 

(4) Developed power. 

(5) Quantity of jacket water. 

(6) Entering and exit temperatures of jacket water. 
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(7) Air temperature. 

(8) Fuel temperature at engine. 

(9) Temperature of exhaust gases at engine. 

(10) Barometric pressure. 

(11) Pressure in gas and air pipes at engine^ 

(12) Speed of engine. 

(13) Variation of speed with changes of load. 

It is outside the province of this book to describe in 
detail the various pieces of apparatus used for obtaining 
the data. For such descriptions the reader is referred to 
text-books on Exi)erimental Engineering. It is, however, 
advisable to call attention to certain points which are of 
great importance and which are commonly met in com- 
mercial testing. These are: 

(a) Calorific Value of Fuel, Since the determination 
of the quantity of heat consumed by the engine depends 
entirely upon th(^ measurement of the quantity of fuel, 
and the doterniination of its heating value, it follows that 
consideral)l(' accuracy is necessary at this point. It is 
never saf(^ to assume that the calorific value of a fuel during 
any test is equal to the average for that particular type; 
nor is it safe to assume it equal to what it was on some 
previous occasion. This is particularly true in the case of 
all artificial gases. A fuel calorimeter should therefore 
be used, and moreover it should be operated by one skilled 
in the art and should be supplied with average samples, at 
regular and frequent intervals. It is not at all difficult to 
make an error of 10 per cent by careless sampUng and 
improper use of the calorimeter. 

(6) Quantity of Fuel, As just indicated, the determina- 
tion of the quantity of fuel is just as important as that of 
the calorific value. Liquid fuels are commonly measured 
by weighing, but some sort of meter or equivalent must be 
used with gases. 

With small engines, gas meters oi t\i^ atdmax>j ^y^q. 
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may be made to give satisfactory results if proper precau- 
tions are taken, but, with large engines, the quantity of 
fuel used becomes so great as to necessitate some other form 
of measuring device. The most accurate method is probably 
that of using a Venturi meter, though good results may be 
obtained with Pitot tubes in skilled hands, and by the more 
common " holder drop '* method, when a gas holder forms 
part of the installation. In the *' holder drop " or displace- 
ment method, the gas holder is calibrated as to contents 
for each position of the bell. The time required to lower 
the bell from one position to another is then determined, 
and from this measurement the true consumption can be 
calculated. 

It should be particularly noted that all volimie methods 
of measuring gases are materially influenced by the tem- 
perature and pressure of the gas being measured, and proper 
precautions should be taken during measurements and 
calculations to eUminate ^rror from this source. It is also 
important to see that consumption and calorific value 
are reduced to the same temperature and pressure condi- 
tions before multiplying to obtain the heat supplied. 

(c) Measurement of Developed Horse-power, The direct 
measurement of the developed horse-power of engines of 
moderate size running at moderate speeds is easily effected 
by means of the Prony brake or other similar dynamometer. 
But for small engines running at high speeds and for large 
engines, such apparatus is not satisfactory. For small 
high-speed engines such as auto engines, it is best to use a 
water, fan, or electric dynamometer, especially constructed 
for such purposes. In the case of large engines, it is generally 
impossible to obtain a direct measurement of this item, and 
some roundabout means must then be employed, as, for 
instance, the measurement of the output of a direct-con- 
nected generator of known efficiency. 

(d) Method of Stating Results. The economy of engines 
is often stated in terms of the quantity of fuel used per brake 
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horse-power hour, or other convenient unit. It is, however, 
more exact and more satisfactory, particularly in the 
case of gaseous fuels, to state the consumption in terms 
of B.t.u. consumed per developed horse-power hour (or 
kilowatt hour), stating, if necessary, a minimum calorific 
value below which the fuel should not fall. 

Governor regulation is generally stated in terms of a 
percentage variation from normal speed and particular 
care is necessary to define what is meant. Some engineers 
and builders refer to a percentage variation each side of 
the normal, whereas others will speak of a percentage 
variation in the same way, when they mean total varia- 
tion, counting that on both sides of the normal. It is 
obvious that the variation covered by the first method is 
approximately twice that covered by the second. 



CHAPTER XVII 

PERFORMANCE OF AMERICAN ENGINES 

82. Fuel Consumption. During a recent investiga- 
tion * the following data, showing the guarantees on the 
fuel consumption of their engines, were obtained from 
American manufacturers. In almost all cases the values 
are on the safe side, as actual tests show much better results. 
This underrating the economy of engines is the tendency 
of nearly all American builders to-day, as experience has 
shown it to be the safest course. 

These guarantees have the following ranges for the 
various types of fuels: 

(a) Producer Gas. 

(1) At full load: 

9370 B.t.u. to 13,500 B.t.u. per d.h.p. hour. 
75 to 100 cu.ft. gas per d.h.p. hour. 
1.12 lbs. to 1.25 lbs. coal as fired. 

(2) At f load: 

11,000 B.t.u. to 13,000 B.t.u. per d.h.p. hour. 
(3)At§load: 

12,250 B.t.u. to 16,000 B.t.u. per d.h.p. hour. 
(4) At i load: 

17,000 B.t.u. up, per d.h.p. hour. 

(6) Natural Gas. 
(1) At full load: 

8000 B.t.u. to 15,300 B.t.u. per d.h.p. hour. 
10 to 18 cu.ft. gas per d.h.p. hour. 

* See footnote page 178. 
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(2) At } load: 

10,700 B.t.u. to 12,000 B.t.u. per d.h.p. hour. 

(3) At i load: 

12,250 B.t.u. to 16,000 B.t.u. per d.h.p. hour. 

(4) At J load. 

17,000 B.t.u. up, per d.h.p. hour. 

(c) Illuminating Gas, 

(1) At full load: 

10,000 B.t.u. to 13,000 B.t.u. p^r d.h.p. hour. 
15 to 20 cu.ft. gas per d.h.p. hour. 

(2) At I load: 

11,000 B.t.u. to 12,000 B.t.u. per d.h.p. hour. 

(3) At § load: 

13,000 to 16,000 B.t.u. per d.h.p. hour. 

(d) Blast Furnace Gas, 

(1) At full load: 

10,500 B.t.u. per d.h.p. hour. 

(2) At f load : 

11,500 B.t.u. per d.h.p. hour. 

(3) At I load: 

13,600 B.t.u. per d.h.p. hour. 

(e) Kerosene. 
At full load: 

13,240 B.t.u. to 16,150 B.t.u. per d.h.p. hour. 
iV sal. or 0.75 lb. to 0.84 lb. per d.h.p. hour for 

small engines. 
0.56 lb. to 0.65 lb. per d.h.p. hour for large 

engines. 
0.725 pint to 0.901 pint per d.h.p. hour. 

(f) Gasoline. 
At full load: 

10,820 B.t.u. to 15,500 B.t.u. per d.h.p. hour. 
J gal. to xV ga*!- P^r d.h.p. hour. 
0.586 lb. to 0.968 lb. per d.h.p. hou^. 
0.80 pint to 1.10 pint per d.h.p. hour. 
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ig) Fuel Oils in Otto Cycle Engines. 
At full load: 

8720 B.t.u. to 13,320 B.t.u. perd.h.p. hour. 

0.100 gal. to 0.128 gal., per d.h.p. hour. 

0.393 lb. to 0.74 lb. per d.h.p. hour. 

1 pint average per d.h.p. hour, 
(ft) Fuel Oils in Diesel and Diesel Type Engines. 
At full load: 

9029 B.t.u. to 11,200 b.t.u. perd.h.p. hour. 

0.0608 gal. to 0.0784 gal. per d.h.p. hour. 

0.447 lb. to 0.588 lb. per d.h.p. hour. 
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D.H.P. porCyllnderPerEnd 
Fig. 59.— Thermal Efficiency Curves (on Brake). 

83. Thermal Efficiency Curves. From the data given 
in the preceding article, thermal efficiencies on the brake 
were calculated (in most cases) from the formula. 



Thermal efficiency =;: — . . . (32) 

B.t.u, per d.h.p. 

and the results plotted as in Fig. 59.* 

* A recent comprehensive test on a "Pierce- Arrow" 48-h.p. auto- 
mobile motor, showed a maximum thermal efficiency at (rom 1100 to 
1400 r.p.m., of 17.S per cent with muffler on and throttle wide open. 
With the throttle one-third open the thermal efficiency was 16.1 per cent; 
and 6.2 per cent with throttle one-sixth open. 
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84. Consumption of Lobricating Oils. It is customary 
to allow a consumption of from 0.0015 to 0.010 pint of 
cylinder lubricating oil, per horse-power hour and of 0.001 
to 0.030 pint of ordinary lubricating oil for bearings, etc. 
per horse-power hour. The great variation in these figures 
is due to the diflference in types of engines, methods of 
lubrication, and personal equations of the attendants. The 
smaller figures are obtained when the oil is recovered, 
filtered and re-used. 

86. Cooling Water. The oonsumption of cooling water 
has already been discussed in Chapter VI, in which it was 
shown that average consumptions range from 37 to 75 
lbs. per d.h.p. hour, in cases where the water is allowed to 
run to waste. 



CHAPTER XVIII 

PRACTICAL OPERATION 

86. Sensitiveness of Engine. Internal combustion en- 
gines have always had the reputation of being unreliable^ 
but public opinion in this respect is rapidly changing in 
view of the remarkable reliability shown by the modern 
auto and marine engines, and by the better class of sta- 
tionary engines. It must be admitted that the internal 
combustion engine is more sensitive to maladjustment 
than are those of the external combustion type, but exper- 
ience has shown that intelligent attendance is all that is 
required to counteract this weakness. 

It has often been said in favor of internal combustion, 
that such engines are so sensitive to maladjustment that 
if they operate at all it must be at the highest efficiency 
possible, while with external combustion engines, operation 
can be continued under almost any conditions of efficiency. 
The first part of this statement is greatly exaggerated, as 
the following paragraphs will show. 

87. Effect of Jacket Temperature. Most engines can 
be operated at widely different jacket temperatures by 
simply changing the amount of water circulated. For 
each engine, however, there is some best temperature 
which should be approximately maintained. Determination 
of the value of this temperature is largely a matter of 
experience, but certain guiding principles can be set down. 

(a) Other things being equal, the higher the jacket tem- 
perature, the higher should be the thermal efficiency of the 
engine because of the better combustion phenomena and the 
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clecroawHi loss to the jacket. The thermal efficiency does 
not, Iiowever, increase as rapidly as might be expected, 
l>ecause increased jacket temperature causes increased loss 
in the exhaust, and, beyond a certain point, increased 
friction losses. 

(6) With fuels subject to preignition and used in engines 
with high CH)nipres8ion, a high jacket temperature may cause 
trouble* because of insufficient cooling during compression. 
Thus engines which compress a mixture of air and liquid 
pt»tn)U»um fu<»ls call for a low jacket temperature if high 
<'omprt^*ji()n is to 1x3 used. The temperature cannot be 
kept too low, however, as there would then be trouble from 
condensiition of the fuel on the cool cylinder walls just as 
water condenses from the air upon a cold surface. 

(c) The ix)wer capacity of an engine will generally 
l>e slightly incn^ju^nl as the jacket temperature is raised 
from very low to higher values because of improved com- 
bustion phenomena in the warmer cylinder, but great 
iiKTcaso of t(»niiKTature will often cause a reversal of this 
plu^nonienon ht'causi* of heating of the charge during suc- 
tion, thus decreasing the weight per cycle. 

id) Small engin(»s can generally be operated with higher 
jacket teniperatur(\s than large ones for the two following 
reasons: first, in the small sizes a larger cooling surface 
exists in proportion to the cylinder content and therefore 
the cooling is more effective; second, the castings of large 
engines are generally more complicated than those of small 
on(»s and they are more subject to casting strains of a serious 
nature; they are also operated under much higher stresses. 
It is, therefore, desirable to maintain a comparatively low 
temperature in order that stresses due to uneven cooUng 
and diff(Tcntial expansion may be kept as small as possible. 
88. Efifect of Varying Time of Ignition. Experience 
has shown that ignition must occur before the end of the 
compression in all engines in order that combustion may be 
nearly completed by the time the expansion curve starts. 
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This is because of the fact that it takes an appreciable 
time for the flame to spread through the entire charge. The 
greater the quantity of hydrogen or light hydrocarbons 
in the fuel, the more rapid is the flame propagation and the 
later may ignition occur. The more nearly the combustible 
constituent approaches pure carbon monoxide the slower 
the propagation and the earlier ignition must occur. 

The time element and the size of cylinder are obviously 
the controlling features with any given mixture. With 
high speed, the time available is short and ignition must 
occur very early, while with a large cylinder diameter, 
the flame must travel a great distance and hence early 
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(a) Normal IflTDltioD 



(b) Early Ignition 



(c) Lutu I^uitlOD 



Fio. 60. — Effect of Varying the Time of Ignition. 



ignition is required. These effects can be partly overcome 
by igniting at two or more points at the same time, so that 
the distance through which the flame must be transmitted 
is correspondingly reduced. Such multiple ignition arrange- 
ments nearly always produce a gain in the thermal efficiency 
of the engine because of the more rapid combustion and the 
smaller loss to the jackets. 

The diagrams obtained with varying times of ignition 
have been briefly discussed in Chapter V, and have been 
illustrated in Fig. 11. In Fig. 60 are given three diagrams 
obtained in an actual test. The first shows a normal time 
of ignition, the second extremely early ignition, and the 
third very late ignition. 
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The quality of the mhcture also has an effect upon the 
correct time of igrnition. Extremely lean and very rich 
mixtures are both slower burning than the normal charge, 
and both, therefore, require early ignition. 

Such mixtures, even when properly ignited, will often 
continue burning after the opening of the exhaust valve, 
and in some instances, such combustion may continue 
until after the opening of the admission valve. This phenom- 
enon often results in back firing, that is, in ignition of 
the incoming charge. 

89. Effect of Leaky Piston and Valves. The efficiency 
of internal combustion engines depends on the compression 
pressure if the pressure at the beginning of the compression 
stroke remains constant, and, therefore, anything which 
lowers the compression pressure lowers the thermal efficiency. 
Leaky pistons and valves must then result in lowered thermal 
efficiency. There may be a further loss of efficiency due 
to the actual loss of fuel to the atmosphere in the case of a 
leaky piston or exhaust valve. 

Leaky ])arts will also decrease the power of the engine 
botli by loss of charge before ignition and by loss of high 
pressure gases after ignition. 

Further results of leaky pistons and valves are often 
found in erratic l)ack firing and explosions in the exhaust 
pipe and muffler. The first can be caused by an inlet 
valve overheated by the leakage of gases, combined with 
the effect of the hot gases themselves; the second by the 
ignition of an unburned charge which has leaked by the 
exhaust valve. 

90. Effect of Excessive Cylinder Lubrication. The in- 
terior of the cylinder walls of internal combustion engines 
requires lubrication on the parts traversed by the piston 
in order that friction and wear may be reduced to a min- 
imum. The thin film of oil which is spread over these 
walls is exposed to hot gases during every expansion stroke, 
and as a result is partly burned and partly '' cracked.^' 
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^i^e cracking results in the formation of carbon and heavy 

^^cous liquids which will ultimately impair, or even pre- 

.^^Xit, the operation of the engine. Such material coUect- 

^^^ in the combustion space generally acquires a high tem- 

^^^•ature and will ultimately cause preignition; collecting 

the piston ring grooves it will prevent the free motion 

the rings and cause leakage. 

That part of the oil which bums must take its oxygen 

"om the air in the combustible mixture and it is obvious 

lat there is therefore a limit to the amount which can be 

mrned in this way. An excessive supply of oil must then 

•esult in the retention of considerable quantities within 

^he cylinder and the ultimate cracking thereof. The result 

will be a smoky exhaust, preignitions, carbon deposits, and 

inoperative piston rings. 

When horizontal engines are arranged with the exhaust 
valve at the bottom of the cylinder, most of the loose car- 
bon collecting in the clearance space will be blown out 
automatically with the exhaust. When these valves are 
not so located, it is customary to install a blowoff cock at 
the lowest point so that loose carbon can be blown out 
periodically. 

91. Timing of Valves. In earlier chapters it was assumed 
that admission and exhaust valves could be opened suddenly 
and to their full extent, at the ends of the various strokes, 
and that satisfactory operation would result. Such is, how- 
ever, far from true; the valves of real engines seldom open 
and close exactly at the ends of the stroke and never 
open or close suddenly to their full extent. 

The fact that the exhaust valve is opened early (from 
85 to 90 per cent of stroke) has already been mentioned. 
This is done to allow some of the gas to blow out under the 
driving force of its own high pressure and thus reduce the 
pressure and negative work during the return stroke. It 
has the further advantage of giving a fairly large valve 
opening by the beginning of the exhaust stroke, thus de- 
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rrc'asing the throttling loss during the early part of 
stroke. 

The oxhmist valve, in practice, is seldom compk 
cIoschI at the end of the exhaust stroke, such closure 
occurring until the crank has rotated a number of d( 
hy dead (*ontre. The burned gases acquire a high velodty] 
during the exhaust i)eriod and by leaving the valve openj 
in this way the outflow will continue because of the inertia] 
of the gas column even after the piston has started on tbe| 
next (suction) stroke*. More perfect scavenging is effected^ 
in this wav. 

In the case of engines in which the valves are widely 
separated it is very common practice to open the inlet 
valve l>efore the exhaust valve has closed, in many cases 
even l)efor(» the exhaust stroke is completed. This permits . 
of wider o|K»ning of the valve in the early part of the suction 
stroke and also takes advantage of the inertia of the exhaust, 
gases, the outrush of which will often lower the pressure 
within the cylinder to a sufficient extent to assist in over- 
coniinjij tlu* inertia of the new charge. 

Similarly, the inlet valve does not close at the end of 
the suction stroke, but remains open until the piston has 
started its return. In this way advantage is taken of the 
inertia of the incoming column of gas, thus allowing it to 
pack itself into the cylinder by. virtue of its own momentum. 

The amount of overlap in the valve timing, that is, the 
length of time during which both valves are open, is deter- 
mined by the valve location and by the speed. It is 
greatest with valves widely separated and with highest 
engine speeds for obvious reasons. 
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(d) Architectural Drafting. By Charles B. Howe and A. B. 
Greenberg, Stuyvesant Technical High School, New York. 
(Ready in Fall, WIS.) 

(e) Drafting for Plumbers. 

(/) Drafting for Steam Fitters. 

(g) Electrical Drafting. 

(h) Drafting for Sheet Metal Workers and Boiler Makers. 

(i) Drafting for the Heating and Ventilating Trades. 

THE LOOSE LEAF DBAFTING MANUAL. Reference and Prob- 
lem Sheets to accompany the texts in Drafting and Design. These 
will be furnished singly as selected, and are designed to enable the 
instructor to adapt his problems closely to the needs of his class. 
(In preparation.) 
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